PROPELLERS AND GEARBOXES 

ARE SPECIFIED FOR THE VICKERS 

VARSITY THE ROYAL AIR FORCE 
TRAINER AIRCRAFT 
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A 3000 e.h.p. single-shaft gas turbine 
for single-rotation propellers developed to 
give exceptionally low fuel consumption 


—for example 0.49 lb/bhp/hr at 350 


m.p.h. and 30,000 ft. 


NAPIER AND SON LIMITEDB+s LONDON 
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This is not a Chinese puzzle—merely a few of the 
thousands of different torsion springs and circlips 
Terry’s turn out in millions each year. Terry’s, nevertheless 
are very expert at certain kinds of puzzles — particularly 
those relating to springs and presswork. If you’ve a difficult 
one to solve, ask their research people to help. With nearly 
a century’s experience in the development of these 
precision parts, Terry’s are very much at home with 
the pioneer aspect of production. 


TERRY'S 


FOR SPRINGS AND PRESSWORK 


HERBERT TERRY & SONS LTD * REDDITCH * ENGLAND 
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From Britain to South Africa 


...d 33-year epic of the air 


The origin of the Empire air route between Britain and 
South Africa goes back to 1919. That year the R.A.F. 
began the essential preliminaries of surveying the 
Cairo-Cape Town section of the route —a distance of 
5,260 miles. 

The task was far from easy, yet in ten years R.A.F. 
teams had built twenty-seven main aerodromes and 
thirty intermediate airfields down the length of the 
African continent. These installations, hewn by hand out 
of forest and swamp, were spaced at distances of 
approximately 124 miles, or under two hours’ flying time 
apart. 

The first flight from London to Cape Town was 
successfully completed in March, 1920, by Lieut.-Col. 
Pierre van Ryneveld and Captain Quintin Brand. Their 


Aerial view af Victoria Falla taken from a Comet jetliner 


45-day flight was a feat which most people considered too 
hazardous to be worth the risk. 


On 22nd October, 1930, an agreement was signed with 
Imperial Airways — a predecessor of B.O.A.C. — for the 
operation of a weekly air service in both directions 
between Cairo and Cape Town. The first through service 
from London was operated experimentally with the 
Christmas mail of 1931. Regular weekly mail service was 
inaugurated on 20th January, 1932, and took 10} days 
for the 8,000-mile flight. In April of the same year the 
service was available for passenger traffic. The eventual 
introduction of faster aircraft reduced the journey to 9} 
days. In 1936 Johannesburg replaced Cape Town as the 
terminus of the South African service. 


Flying boats were introduced on the U.K.-Egypt 


BRITISH OVERSEAS 
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section of the route in March, 1937. Two months later 
they were flying on to Kisumu and eventually to Durban 
via Mombasa, Dar-es-Salaam, Lindi, Mozambique, Beira 
and Laurenco Marques. This flying boat service reduced 
the journey from 8 to 64 days. The landplane service to 
Johannesburg was withdrawn. 


At the beginning of the war the Secretary of State for 
Air took over the undertakings of Imperial Airways and 
British Airways, pending the activating on Ist April, 
1940, of the British Overseas Airways Act. So, in actual 
fact, B.O.A.C. existed from the outbreak of war. 

After the war, B.O.A.C., in association with South 
African Airways, re-opened the direct air raute between 
Britain and South Africa — christened the Springbok 
Route — with a landplane service in November, 1945, In 
May, 1948, B.O.A.C. began operating Solent flying boats 
from the Marine Air Base at Southampton to Vaaldam, 
near Johannesburg, with nightstops at Sicily, Luxor, 
Kampala and Victoria Falls. 


On 7th November, 1950, flying boats were replaved 


B.O.AC. TAKES GOOD CARE 
OF YOU TO ALL SIX CONTINENTS 
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with pressurized Hermes airliners which completed the 
journey between London and Johannesburg without 
nightstops in under a day and a half. This service was 
routed down the west side of Africa via Tripoli, Kano, 
Brazzaville and Livingstone. Meanwhile, South African 
Airways introduced and is still operating Constellation 
airliners between London and Johannesburg via Rome, 
Khartoum and Nairobi in under a day and a half without 
nightstops. 


Crowning achievement of B.O.A.C, on the South 
African service was, of course, the introduction on 2nd 
May, 1952, of Comet jetliners between London and 
Johannesburg at no extra fare. Flying 450-500 m.p.h. at 
35-40,000 feet, these first pure jet airliners in the world 
complete the 6,700-mile flight in 23 hours, 20 minutes, 
including stops at Rome, Beirut, Khartoum, Entebbe and 
Livingstone. Actual flying time is only 18 hours, 40 
minutes. An alternate routing via Cairo instead of Beirut 
reduces the total distance by 450 miles and the journey by 
an hour. 
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RFD LIFEJACKET soc 


FAVOURED BY AIRLINE OPERATORS THE WORLD OVER . 
FOR MINIMUM PaAyYLOAD PENALTY AND STOWAGE 
SPACE AND MAXIMUM OPERATIONAL EFFICIENCY 


Apart from being the world’s lightest civilian Air/Sea LIFEJACKET, 
it is strongly constructed of the finest materials, thereby ensuring a < 
long life. It costs less to maintain and is therefore extremely econo- f 
mical. Operationally it is the simplest to don and inflate—facts 
calculated to inspire confidence in an emergency. It is designed to 
support the head in the best upright position, and will roll an 
unconscious person over from the face down position. 


Type 50C, MK2, is in service with R.C:A.b., British Common- 
fic Airlines, K.L.M., “Sabena, Aer Lingus, Tasman Empire Airways, New 

Notional Airways, Canadian Pacific Airlines, Air-India, West African Airways, 

Aero O/Y, Malayan Airways, 


DESIGN APPROVED A R B DESIGN APPROVED 


Pioneers in Design, Development and Manufacture of Air and Sea Survival Equipment 


GODALMING SURREY ENGLAND 
TELEPHONE : GODALMING 1441 © CABLES: AIRSHIPS, GODALMING 
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BOULTON PAUL 


TYPICAL UNIT FOR A LARGE BOMBER AIRCRAFT. 


LO FOR 


SENSITIVITY FIDELITY * STABILITY 
PRECISION SAFETY RELIABILITY 


VERSATILITY 


BOULTON PAUL HIGH FIDELITY 
POWER CONTROL UNITS ARE USED 
IN THE SAUNDERS ROE PRINCESS’ 
FLYING BOAT AND IN A NUMBER OF 


BRITAINS LATEST SERVICE AIRCRAFT. 


BOULTON PAUL AIRCRAFT LTD. 


WOLVERHAMPTON, ENGLAND 
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Manufactured by 


Best in class. . 


The original masking tape, “Scotch Boy’’ is still first in 
the field for all Masking, Holding, Sealing and Protection 
jobs. Thin, tough and flexible, it sticks at a touch, conforms 
readily to curves and can be easily and quickly removed. 
Supplied in Rolls 72 yards long and in a variety of widths. 


* 

“SCOTCH BOY’’ High Temperature Masking Tape 
This tape is designed for straight line Masking on base metal surfaces 
which will be subjected to high Temperatures common to Baked on finishes. 
It can be used safely in temperatures up to 250° F. for one hour and in 
shorter heat cycles will withstand even higher Temperatures. 

Excellent Tape for magnesium surfaces. 

When ordering specify **Scotch Boy’’ Masking Tape No. 215. 


MINNESOTA MINING & MANUFACTURING 
COMPANY LIMITED 


ARDEN ROAD 


ADDERLEY PARK 


BIRMINGHAM 86 
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SITTING-ROOM COMFORT AT ANY 
HEIGHT ACROSS THE WORLD’S SKYWAYS 


CABIN PRESSURE CONTROL EQUIPMENT 
ON ALL LEADING BRITISH AIRCRAFT 


NORMALAIR LTD. YEOVIL, ENGLAND 
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Jet Clippers 


T would be idle to pretend that the sale of de Havilland Comet 3s to Pan American 
World Airways has not occasioned the greatest satisfaction and pride in this country. 
The value of the Comet as a dollar export is extremely important in itself, but what 

is really gratifying is that our aircraft industry has been able to bridge the war years lost 
to civil aircraft development and produce a jet airliner of such outstanding merit that 
a jeading American airline has seen fit to pass over the present products and future 
promises of its own national manufacturers and to buy British. 

Congratulations, then, to the de Havilland Enterprise and to the very many concerns 
whose products go into the Comets. Representing tens of thousands of man-hours of 
work, each aircraft reflects the combination of a brilliant design conception and the 
individual skill of the thousands of tradesmen who build it. The finished article is one of 
the best examples of engineering craftsmanship of the sort in which this nation excels. 
After the design team, and the many responsible for production, congratulations are also 
due to those who have tested and developed these aircraft, and not least to PanAm, 
who have had the courage and foresight to become the first operators in the United States 
to adopt jet transports. 

The work of B.O.A.C. in this connection must certainly not pass unnoticed, for it is 
well deserving of a plave among these credits. From the earliest development stages of 
the Comet the Corporation has advised and co-operated over all operational matters. It 
has translated a most advanced—even revolutionary—civil aircraft into an airliner in 
regular scheduled passenger service. In so doing it has won public support for these 
new machines and paved the way for larger, faster, and even more advanced Comets of 
the sort for which orders are now being received. Delivery of the first Pan American 
Comet 3s in 1956 is possible only because Sir Miles Thomas has agreed to release three 
of these “golden geese” which had originally been earmarked for B.O.A.C. 


The Human Factor 


five thousand years of civilization, man has changed little in either physical or 

mental capacity, yet his machines are invented, developed, and some perfected, 

in a fraction of that time. Admittedly he now knows much more and has slowly 

adapted himself to very different ways of life; but in performance—in speed of reaction, 

sensory acuteness and self-locomotion—he surely differs little from his cave-dwelling 
ancestors. 

Flying, which calls for enticipaticn, quick reacticns, co-ordination, and the ability to 
grasp several matters at a time, is mere likely than most pursuits to tax the human being 
to the extreme, yet men must continue to strive to reduce to the minimum the occasions 
upon which their own fallibility may cause accident and disaster. In aviation, no real 
solution seems to lie in adding more and more devices and aids, even though they cover 
almost every contingency and are often intended to be automatic in operation. The more 
profitable approach may be to give the aircrew man fewer devices and less rather than 
more to think about in the normal course of flying—but at the same time to provide 
adequate emergency devices should anything be in danger of going seriously wrong. 

Judging from reports, the recent horrifying railway accident and also the earlier forced 
landing of an airliner in the Sahara Desert (see page 538) were examples of correctly 
functioning machines meeting disaster through some form of human miscontrol. It is 
generally accepted, too, that a large proportion of the fatal accidents involving military 
jet aircraft have also been due to human error. 

One thing certain in these conjectural matters is that the better the man—be he pilot 
or driver—and his training, the more likely he is to avoid trouble and to cope successfully 
with emergencies. Less significant, but most valuable just the same, is long experience. 
The converse is all too easily proved : for example, to lower standards in an air force— 
physical, academic, or of flying training—would without doubt result in an immediate 
increase in the accident rates. A very senior Air Force officer has stated that, although 
the present accident rate with jet aircraft is not, in fact, higher than in previous years, 
it could be greatly reduced if standards for aircrew selection could be raised even higher. 
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AMPHIBIOUS HELICOPTING 


The Pilot's Account of Trial Operations on Land and Water 


By JOHN FAY 


S pilot of the Westland-Sikorsky S-s51 amphibious 
helicopter on its recent trials I had a very enjoyable 
time—especially during the water trials, for then the 

pleasures of helicopter flying and boating were combined. 

The trials were necessary because Westland Aircraft, Ltd., 
had received an order for an amphibious helicopter and this 
was the first time an S-51 had been flown as a sea helicopter. 
The amphibious equipment consisted of two metal floats, 
each of which had two wheels, complete with oleos, at their 
extremities. For the tests the gear was fitted to one of the 
Westland experimental helicopters. 

After the initial handling and performance trials, some 
engine-off landings were carried out on land. The procedure 
was much the same as that used for the landplane version. 
For the uninitiated I might explain that these landings are 
normally carried out as follows :— 

After entering into autorotation and cutting the engine 


LIG 


we made reference to the trials of the first 
phibious Westiand-Sikorsky helicopter; such a machine 
been ordered by a Norw whaling company for spo: 
ies. = float-cum-four-wheel gear was first ¢ 


ay of the B.E.A. 
with the S-s1 during water trials on the 


pulling up the pitch lever, for the sudden effect of torque 
can be dangerous). At a height of about rooft the flight path 
is made less steep by easing back slightly on the stick, the 
fuselage attitude being righted again just prior to touch-down 
in order to avoid a tail-down landing with possible damage to 
the tail rotor. 

At a height of about roft the collective-pitch lever, which 
controls the thrust of the rotor, is raised about half-way, and 
the flight path becomes parallel to the ground when the 
wheels are a foot or two above the surface. From this height 
the machine sinks gently, a smooth touch-down being 
assisted by application of more pitch to the blades with the 
collective-pitch lever. The aircraft then runs along the 


run—obviously the type one would choose if it were necessary 
to make an autorotative landing into a ploughed field. 

The engine-off landings on land for the float machine were, 
as I have said, similar to those of the landplane version. On 
floats, however, the fuselage of the helicopter is a foot or two 
higher and a pilot who is used to alighting in the land heli- 
copter must remember this if he wants to achieve a smooth 
touch-down. On one occasion I forgot and, although the 
landing was not a hard one, the feeling was the same as one 
gets when walking downstairs in the dark and reaching the 
bottom step before expecting it. 

The water trials at Calshot started with normal landing and 
taxying trials. Although there was a 15-knot wind and the 
water was quite choppy, the aircraft was remarkably stable 
and could be taxied across wind quite happily. 

In preparstion for engine-off landings, some forward- 
speed landings were made with power on. The technique 
here is to pull the stick back before touching. down so that 
the rear of the float touches first. This prevents the floats 
nosing in, with the possibility of tilting the aircraft forward. 
As confidence was gained, the landings were made faster and 
faster. There is, however, a limit to the speed at which the 
aircraft can enter the water in a tail-down attitude, for above 
a certain speed it will climb as the stick is pulled back, 
however low the collective-pitch lever is placed. The maxi- 
mum indicated air speed at which the rear of the float touched 
the water during my tests was 30 m.p.h. 

One of the tests entailed letting the aircraft drift for five 
minutes with the engine stopped. I took the machine away 
from the busy traffic moving up and down the Solent and 
cut the engine after Mr. Fitzwilliams, who was acting as 
observer at the time, had released the sea anchor. If we had 
had fishing rods we might well have enacted a scene which 
may be commonplace in about twenty years’ time, when the 
private owner takes his helicopter out for a day’s fishing. 


This interesting series of photographs shows (top to bottom) ta: 
tests on the Solent near Calshot; a run-on landing (with power 
forward speed); and, with tail low, an autorotative touch-down, 
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(Above) Supporting struts for the metal floats, the smell front wheels, 

r wheels can all be studied in this aerial view. (Left) 

amphibious Westland-Sikorsky S-51 sits in a slightly 
nose-down attitude. 
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pan the forward motion of the aircraft had practically 
Another interesting point was that, such was the 
pooner Ren of the deceleration and touch-down, that I found 


Before returning to Yeovil, Impudence paid its respects to 
Dignity by hovering near the latest holder of the Blue Riband 
keeping station on it by flying sideways up the t. 


AEROPHILATELY 


An Unique Collection on 


MOST interesting and unusual exhibition of air-mail 
stamps and flown covers, as well as books, pictures and 

objets d’art, is on view at the Science Museum, South 

and will remain open until March 8th next year. It 

comprises part of the collection made by Miss Winifred Penn- 
Gaskell in the 22 yzars prior to her death in 1949; it is a collection 
unparalleled in its particular sphere, and one which led to Miss 
Penn-Gaskell receiving the honour of being the first woman to 
have her name inscribed on the Roll of Distinguished Philatelists. 

The exhibition was ed on Tuesday, October 14th, by 
W/C. Robert McIntosh, AFC. 
London-Paris-Brussels air-mail service in 1919. Intro- 

W/C. McIntosh, Air Chief Mar Marshal Sir Sir Roderic M. Hill, 
K.C.B., M.C., A.F.C., M.A., Rector of the Imperial College of 
Science and Technology, said that Miss Penn-Gaskell was a serious 
and enterprising collector who had amassed many thousands of 
valuable stamps and covers during her lifetime. Her paramount 
interests were aviation and philately, of which she was a devoted 
recorder and historian. /C. McIntosh was a pioneer in the 
former field. 

W/C. McIntosh gave a brief history of air-mail services, first 
detailing the exploits of the balloonists Blanchard and Jefferies 
who, in 1785, carried letters to the French court across the Channel, 
albeit having to discard many items—including their nether gar- 
ments—in order to lighten their load, and prevent an unscheduled 
landing in the sea. By contrast, continued the wing commander, 
when he himself had the honour of inaugurating the first regular 
air mail from London to Paris in 1919, he and his crew arrived 

dressed. Thereafter, Post Office mail was carried regularly 
to the Continent on this route with such success that it has been 
in Operation ever since with the exception of some of the war years, 
and it was thus the oldest surviving commercial air-postage route. 
W/C. McIntosh—who, until March last year, was the chief pilot 
of Airwork, Ltd., and is now C.O. of No. 622 Peat a 
R.Aux.A.F., which is composed wholly of employees of that com- 
pan by saying he was convinced that progress would 
continue as it had since the early days. 

After some remarks from the Director, Dr. F. Sherwood Taylor, 
M.A., Ph.D., on the work of the Science Museum in arranging the 
exhibition, it was possible to inspect the collection. Included are 


View at South Kensington 


many very valuable specimens, such as the flown cover taken from 
the Martynside biplane which unsuccessfully attempted the trans- 
atlantic crossing in 1919. But the first case to catch the attention is 
laced outside the exhibition room proper and contains objets d’art 
including delicately painted fans and a toilet set (reputedly made 
for Marie Antoinette) which illustrate the interest and excitement 
aroused by the first balloon ascent of 1783. Many prints shown are 
somewhat sceptical, and others are humorously prophetic. 

Being untutored in the art or science of philately, which verges 
on the esoteric as far as the writer is concerned, we can only 
mention some exhibits which seemed to have very 
aeronautical interest. After looking at covers reclaimed from 
wrecked aircraft, we noticed the fascinating examples of inward 
and outward mail from the siege of Paris in 1870-71—the begin- 
ning of air mail—when over 24 million letters were flown out in 
68 balloon voyages. Also to be seen are messages despatched by 
balloon post during the Franklin expedition of 1850, messages 
sent from H.M.S. Assistance to Sir John Franklin himself, with 
information regarding provisions; there are also records of the 
establishment of the pigeon post in New Zealand in 1899. 

An idea that some people might like to see adopted for = 
year’s S.B.A.C. display is that of ing advertising matter from 
the air. It seems that Colonel Gods boonies the following death- 
less poetry from his machine over Farnborough in 1909 :— 

“A Message to YOU from Cody who Flies 
The date, April roth, 8.30 at Night, 
These Verses are Rot, but the S w is All Right.” 
Surely this is the spirit of enterprise. 

To mark the Coronation of H.M. George V, celebration 
flights were inaugurated from London to Windsor in 1911; other 
exhibits which caught the eye were a cover flown across the 
Atlantic in the Vickers Vimy when Alcock and Brown made their 
successful crossing on June 14th, 1919; a letter carried by emer- 
gency postal and air-mail services after the Quetta earthquake in 

35; another postmarked April 4th, 1931, signed by Charles 
Kingaford Smith, and marking the first experimental service to 
Australia; and stamps and covers from the first postal rocket 
service in the world, when a German V.7 rocket carried i102 covers 
from Schéckel to Radegund on February 2nd, 1931. P.M.R. 
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While drifting, the aircraft hardly ~ 
rocked at all and on one occasion : 
Mr. Fitzwilliams and I both stood een 
on one float; even so, there was , ih 
' no tendency for the helicopter to PA 4 
Following these trials, I made a a 
some engine-off landings, which 
for sheer pleasure take a lot of beat- i 
ing. The procedure was the same 4 
as the engine-off landing described 
earlier, but the stick was held back 4 
so that the rear of the float touched . - 
the water first. The landings were Y/ 
remarkable in that not only did the : 
vertical motion of the aircraft ? 
cease, following the rearward mo- ; 
tion of the stick, but the braking : 
sar effect of the rotor was added to that v 
of the floats and wheels, so that by Bie 
the time the front of the floats had : 
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TURKISH GUESTS: Super Priority aircraft— 
and others—were demonstrated at Farnborough 
for the Turkish Prime Minister, Mr. Menderes 
(second from right in this group), lost Saturday, 
the final day of his visit to England. On the left 
is Mr. Koprulu, the Foreign Minister, and next to 
him is Mr. Sydney Camm, designer of the Hawker 
Hunter, with which $l. Neville Duke (right) 
produced a supersonic bang for the edification of 
the visitors. 


Another U.S.-U.S.S.R. Air Incident 


‘OLLOWING the disappearance of a B-29 off Northern Japan 

on October 7th, the United States Government has delivered 
a Note accusing the Soviet Union of a “wanton and unjustifiable 
attack"’ on the bomber. The protest flatly rejects a Russian — 
tion that the B-29 had violated Soviet territory and opened 
on fighters which intercepted it. The Russian version of the 
incident was that the Vat or took] place over Yuri Island, 
which is claimed by the U.S.S.R. as part of the Kurile Islands. 

The incident first came to light when an American lot 
of the B-29's track disappeared from the screen after a blip” had 
been seen to meet it. 


Blackburn Turboméca 


Almost a year ago it was announced that Blackburn and 
General Aircraft, Ltd., had acquired manufacturing and sel- 
ling rights of the Turboméca series of gas turbines for the United 
Kingdom and a large proportion of the Commonwealth. 

Meanwhile, production arrangements have been pongpeins 
and it is now announced that the first units off the line will be for 
industrial applications. The Turboméca power plants form a 
versatile range, for they ,include shaft-drive units of from 158 
to 400 h.p., a free-turbine unit of 275 h.p., and several types 
of air compressor giving over 1,000 cu ft/min at about 40 Ib/sq in. 
The more familiar turbojets cover the thrust range 220 to 880 Ib, 
and include a ducted-fan engine of 795 Ib thrust. This new side 
of the Blackburn and General business is being handled by the 
Blackburn-Turboméca Division, with offices at 43, Berkeley 
Square, London, W.1. 


Cranfield Occasions 


AN Open Day for local residents, former students and 
guests was held at the College of Aeronautics, Cranfield, on 
Saturday last. A comprehensive selection of demonstrations and 
exhibits showed well the many aspects of the College’s work; 
particularly interesting were a model of the second-year design- 
students’ project—~an expendable bomber—and the almost-com- 
pleted 8ft. by 6ft general-purpose wind tunnel. During the after- 
noon flying demonstrations were given by the College Dove, 
Chipmunk and one of the Tiger Moths, and by an Olympia sail- 
plane flown by Alan Yates. 

An intended visit by Lord Cherwell on Friday had to be post- 
gat but on Sunday the College was visited by Sir Thomas 

‘hite, K.B.E., D.F.C., the Australian High Commissioner; he is 
also one of the College governors. 

On Wednesday last H.R.H. the Duke of Edinburgh was due 
to inspect the establishment. 


Modeis on Show 


TH S year’s Model Engineer Exhibition at the New Horticultural 
Hall, Westminster, was opened last Monday by the Duke of 
Edinburgh, who accepted a fine model of H.M.S. Magpie, which 
was his first command. Aircraft models in all classes are more 
strongly represented than on any of the 27 previous occasions, as 
a result (Percival Marshall and Co., Ltd., the organizers, believe) 
of the postponement of the exhibition from August to October. 
The R.A.F. stand, as might be expected, features aircraft and 
other models, bearing witness not only to the skill but also to the 
versatility of Service model makers. 

The Society of Model Aeronautical Engineers, Ltd., now in its 
thirtieth year, has a stand of particular interest, and on it is to be 
found a mock-up of an zight-jet delta research aircraft together 
with its radio control equipment. Its power and radio-control 
equipment in particular are the work of the Low-Speed Aecro- 
dynamics Research Association which was formed in 1945, and 
which has a Ministry of Supply contract for a 


miniature research-aircraft. It is believed that increasing use will 
be made of scale models for research into the performance and 
handling of full-scale aircraft. Stalling and spinning of delta air- 
craft may be quoted as an example of the work which could be 
handled. The exhibition remains open until October 29th. 


Another Security Leakage 

YET sncther deplorable leakage of British secret information 
has occurred in America with the release of the name and some 

details of a new Rolls-Royce gas turbine. The U.S. report refers 

to the Conway as a ducted-fan unit to power the Comet 4 in 1960. 
Rolls-Royce have made no official comment except to state that 

they do not disown this new engine. 


Fairey Results 


HE accounts of the Fairey Aviation Co., Ltd., for the year 
ended March 31st—circulated last week—show a consolidated 
profit of £804,832, compared with £656,615 last year. Available 
net profit is £382,994, as t £404,493. 
panying the accounts, Sir ‘d Fairey explains that the higher 
consolidated aoe ast includes proceeds from deliveries made 

in earlier years and now credited—is more than offset 
mrp | er provision required for taxation; hence the reduced 

t. 


A Pinch of Salt 


T seems that rumours have come to the ears of both the 

Saunders-Roe and Bristol companies to the effect that the 
Proteus turboprops installed in the first Princess flying-boat have 
shown severe corrosion—words to this effect appeared in Sunday 
7 da The companies have issued this joint denial, as 

“Reports that the Saunders-Roe Princess -boat has been 
grounded as a result of salt water corrosion in cages oe aes 
unfounded. One of the coupled engines was removed for high oil- 
consumption and on being stripped was found to have compressor-biade 
failure caused by a defective blow-off valve. 

“The introduction of steel rather than light alloy for compressor 
blades has nothing to do with any corrosion risk. Steel was introduced 
in the latest versions of the engine—whether for the Princess boat or 
the Britannia landplane—bdecause of its greater resistance to fatigue.” 


R.A.F. Reserves Club Dinner 


PEAKERS at the fourth annual dinner of the R.A.F. Reserves 
Club in London on October 17th were the Hon. Sir Thomas 
White, High Commissioner for Australia (the guest of honour), 
Air Chief ‘Marshal Sir Guy Garrod (the president), Sir Archibald 
MclIndoe, and Air Marshal Sir Francis Fogarty. 

Sir Thomas White spoke of the long comradeship between the 
R.A.A.F, and R.A.F.; of co-operation in Malaya and Korea; and 
of the two R.A.A.F. ‘fighter squadrons now stationed in Malta. 
Britain, he concluded, would be neither Slav-ed nor slaved. 

Sir Guy Garrod reviewed some of the many achievements of 
the R.A.A.F. and said that, at the flying training schools in 
Canada during the war, pupils bewailed the fact that the Austen 
lians took “‘all the prizes” in the air and ground examinations. 

Air Marshal F gave an excellent account of the work of 
the R.A.F. in the Far East. He, too, had something to say about 
the R.A.A.F,—that the Lincoln squadron of that service which 
had been in Malaya for over two years was the most effective 
weapon against bandit hide-outs. Helicopters, he said, had now 
been used for two years on jungle rescue work; but they had a 
bigger operational part to play and would be acquired in increased 
numbers. The latest trend of thought was to parachute troops as 
near as agen to their objectives so that they could make a 
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PanAm Order 
Comet 3s 


AN announcement most welcome to the British aircraft industry, 
and to the de Havilland Aircraft Co., Ltd., in particular, was 
made this week—namely, the placing of an order for three Series 3 
Comets by Pan American World Airways. Although a number of 
foreign orders have now been received ‘or Comets, this is the first 
for the Series 3 and, what is much more important, the first for 
any type of Comet from a United States operator. The official 
announcement regarding the order reads : 

“Mr. J. T. Li. president of Pan American World Airways 
Incorporated, announced today that the company’s board of directors 
has wanes S the exercise of the option extended last summer by the 
de Havilland Aircraft Co., Ltd., phe the purchase of three Comet Series 3 
passenger ioe for delive in 1956. This delivery date was made 
possible because Sir Miles , chairman of B.O.A.C., had agreed 
to release early deliveries which had been earmarked for B.O.A.C. 

“Commenting on the new order, Mr. Tri — out that the 
D.H. Comet Series 3, capable of carrying & payload of passengers, 
mail and cargo for 2,700 miles against a so m.p.h. head-wind with 
adequate reserves, will be the first jet transport yo to a gee efficiently 
over the principal routes of the Pan American S 

The sales contract includes a two-year option for seven 
additional Comets for delivery in 1957. 

passengers ts normally be fitted, altnough it is under- 
stood that Peas American have selected a 60-passenger layout. 
Rapid conversion to 78 seats for tourist-class routes will be possible. 
The pot is given as 17,500 Ib and a.u.w. as 145,000 Ib. 

ograph above—the first to be released—depicts a model 

scale. It pr po however, give a very fair representation of the 
appearance of the aircraft. The wings and empennage as shown 
are ees standard Series I units, whereas, in fact, there will 

minor modifications for the Series 3. 


PanAm colours. It is 111ft 
long and has additional 
nacelle fuel-tanks, The 
span remains at 115ft. 


printed last weck, reference was made to the probability of an 
wi is the criti tion, 
may also be modified. 
fuselage, as the illustration suggests, is now 
some 18ft, giving a 111ft total; the main extension is forward of 
the wing. Nothing can be learned about the engine nacelles 
because those in the model seem to be exactly the same as for the 
Series 1. In fact, however, the air intakes will necessarily be 
appreciably larger to feed the Rolls-Royce Avon RA.16 turbojets, 
each of 9,000 Ib thrust. 

The outstanding difference apparent in addition to the length 
increase is the fitting of fuel nacelles, which, incidentally, permit 
the boundary-layer fences to be dispensed with. This particular 
mounting of wing fuel-tanks may well be generally favoured for 
swept-wing aircraft in the future. The carriage of the kerosine 
away from the fuselage and forward of the wing leading e-cige has 
several advantages, in lar that of avoiding iy neg lems 
as fuel is consumed. Total fuel capacity is 8,075 Imp. gal. 

It will be noted that the windows on the he Series 3 are oval while 
those on earlier machines are roughly square. This ag that 
a higher degree of pressurization will be employed. The 
cruising speed and height are quoted as 500 m.p.h. and caaael 
respectively. The existing passenger door is still employed un- 
changed for the larger machine, but it is understood that another, 
similar, emergency door is to be provided, perhaps on the opposite 
side. Pan American will probably introduce their Comet Jet 
Clippers on their South American routes. 


Paris, on October 13th, the Mutual Security Agency an- 
nounced that the United States will spend $225 million 
(L£80,357,000) on the production of British and French jet fighters, 
and that the programme now being planned will entail the expendi- 
ture of $400 million (£142,857,000), of which S175 million 
(£62,§500,000) will be provided by European nations. lly, 
uction of about 1,700 Vickers-Supermarine Swifts, de Havil- 
Venoms and Dassault Mystétres had been planned, but this 
figure would be somewhat reduced ones of rising costs and 
state that the original plans called for the production of 500 Swifts 


MUTUAL SECURITY 


Proposed layouts for the 
Series 3 Comet's length- 
ened cabins. The top two 
plans are for the first- 
class S8-seat services, 
while below is a 76-seat 
five abreast, tourist 
arrangement 


in England, with licences and sub-contracts for more of these 
fighters going to Holland and Belgium to a combined total of 
another 500. Between 300 and 400 Venoms would be built in 
Italy under similar agreements, and 300 Mysttres in France. 

Specific contracts were still dependent on the findings of the 
American evaluation teams now working in the various countries 
concerned. France would get the biggest share of the funds (about 
$86 million), and Britain would be next, with $69 million. The 
figure quoted for Italy was $26 million, and for Holland and 
Belgium together, $42 million. Plans called for deliveries to 
begin in 1954 and to wind up in 1957. 
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Australian Vampire Trainers 


BY assembly of locally built wings and tail 
units to fuselages imported from Britain, 
the Australian de Havilland factory at 
Bankstown, N.S.W., hopes to begin pro- 
duction deliveries of Vampire Trainers 
early next year. The plant ts also making 
components for the Commonwealth Air- 
craft Corporation's CA-22 basic trainer. 


Watching Skies 

THE Netherlands equivalent of our Royal 

Observer © is now in process of 
expansion, with a target figure of between 

$000 and 6,000 personnel. They will 

Operate at over 270 posts and centres. 


Ban Lifted 

“OBSOLESCENT and common-use ma- 

terial which can be used for mili 

civil purposes” is to be exported 

Britain to Spain. this fect in 

the Commons last week r. 

Nutting, Foreign Under-Secretary, ge 

that @ icence to send Spain {$00,000 of 
ed. The 


THE U.S, Secretary of the Air Force, Mr. 
Thomas Finletter, has stated that a new 
type of Russian twin-jet bomber “similar 
to the British Canberra” had been seen in 
Manchuria, He added the warning, “It is 
a potenually dangerous factor in the 
Korean war.” According to Mr. Finletter, 
the Russians have sent more than 4,400 
aircraft, including 2,000 jets, to the Chinese 
and North Koreans. Coincident with Mr. 
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LEGIONARY: An Auster Mk, 6 in the colours of the Arab Legion. ee ¢ mee ae 
service with the Legion and this particular machine was lately flown from Rearsby 


Burr, a representative of J. 


Finletter’s statement came the news that 
the Glenn Martin concern has received a 
second order for “a substantial number” of 
B-$7s. This type is a night-intruder version 
of the Canberra. 


Jobs for Jerry 
MIDDLE EAST AIRLINES, of Beirut, 
in the Lebanon, is seeking to recruit pilots 
ex-members of the Luftwaffe and 
. Fifteen applicants—“some 
with over 3,000 flying hours and good 
records” —have been interviewed. 


Naval Helicopter Training 
A BROAD hint on Admi 


tary, when he was asked in the 

on October 15th to describe current 
arrangements. He said that all Naval 
helicopter pilot was carried out at 
present at Gosport. courses lasted 
12 weeks and each pilot did approximately 


J. H. Minet and Co., Ltd., the London insurance 


75 hours’ flying, incl 


the A.T.C, Scholarship 
The cadet wa j. 


F/ 


Courtenay, O.B.E., M.M., who had taken 
the pictures and gave a commentary. 

films showed how the helicopter was valu- 
able first as a staff car, assisting senior 
officers to visit units at the front, and 
secondly as an air ambulance. Summer 
scenes of 1950 with U.S. Marines were 


HISTORY ENSHRINED: A unique collection of 
air-mail stamps, covers and other mementoes 
of historic flights has been placed on view—as 
described on page 523—ot the Science Museum, 
South Kensington. Seen inspecting the exhibits 
are (eft to Bodh. ag Dr. F. Sherwood Taylor, 
Scienc rector; W/C. R. H. Me- 
intosh, who performed the ran ceremony ; 
and Air Chief Sir Roderic Hill, Rector 
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brokers. 
: 
exercises. In reply to er questions— 
a they came from Dr. Reginald Bennett eh 
(Con., Gosport and Fareham)—Cdr. Noble 
said that these arrangements were con- 
ee sidered to be adequate. The Admiralty had Abs 
“taken fully into consideration” the poten- 
<4 a tialities of the R.N.V.R. in this matter. st 
“obsolescent material’ includes aircraft WILWYN, the British racehorse which, 
— ngines, airfield direction-finders, after an air journey to America, won—at 
— and end radar equipment. record speed—the international race at te 
Laurel Park, Maryland, is the property 
aa Jet Bombers in Manchuria of Mr. R. C. Boucher, M.B.E., who is a oa 
for whose specialized work the aviation 
NCHCOPter piven by Cdr. industry is well known. 
: A. H. P. Noble, the Parliamentary Secre- ae 
A SENIOR of B.O.A.C.’s Comet 
q Fleet, Capt. R. F. Griffin, D.S.O., D.F.C., 
_F recently presented an A.T.C. cadet with ce 

and R.Ae.C. members, by Mr. William 
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succeeded by winter scenes of 1951 with 
the British 27th and 29th Brigades, where 
the increasing use of the helicopter became 
clearl S-s1s were in 
use ; anuary, 1951 every divi- 
sional general at least one on call. 


Model Ascendancy 
BRITAIN won the last of the major 1952 
model-aircraft events when, in Rome on 
October sth, a team representing the 
Society of Model Acronautical Engineers 
secured the F.N.A. Cup, principal award in 
a team contest for rubber-powered models ; 
Italy and France were close runners-up. 
The United Kingdom has thus won four of 
the six 19§2 international events to which 
has sent teams, and it is hoped that next 
year the F.A.I. will authorize the S.M.A.E. 
to organize a contest that wil! include the 
majority of the world championships. 


GROUND DUTY: The fact that several inde- 
pendent airlines employ stewardesses is often 
overlooked, and the spotlight of publicity is 
more often focussed on their counterparts in 
B.E.A. or B.O.A.C. At the reception preceding 
last week's B.1.A.T.A. annual dinner (see poge 
543), drinks were served by stewardesses 
of several member - c ies — including 
(above) Miss K. Mitchell of Eagle Aviation. 


FAIREYS IN CANADA: A new photograph of the Halifax, Nova Scotia, factory of the Fairey Aviation 
company of Canada, Ltd. On the left can be seen the almost completed extensions that will bring 
the area to more than 200,000 sq ft by the end of the year. The factory is at present enga; 

in repair, overhaul, maintenance and conversion of Avengers, Sea Furies, Seafires and Fireflies 
of the Royal Canadian Navy, and Lancasters of the R.C.A.F. (a Lancaster can be seen in the left 
foreground, and on the right are Seafires and Avengers). Also in hand is confidential design work 
for the Naval Research Establishment, a branch of the Defence Research Beard of Cannde. 


IN BRIEF 


Tr Argentine Acronautical Mission 
announces that its new address is now 
th Floor, Walpole House, 87-91 New Bond 


treet, London, W.1 (telephone, 
8137). 
After considerable tion with its 


agreement on the standardization of hack- 
saw blades. From January 1st onwards, 
British, American and Canadian makers 
will be able to work to a common list of 
blade dimensions. A 

The B.S.I. has receni published 
British Standard SP.48, “Plastic Grom- 
mets for Aeronautical ies 
are obtainable from the British Stan 
Institution, 24 Victoria Street,» London, 


$.W.1. Three other new aeronautical 
Standards are 5V.7, “Mahogany for Use in 
Airscrews” ; V.36, “Douglas Fir for Use in 
Aircraft” ; and V.37, “Sitka Spruce for Use 
in Aircraft.”” Copies of each publication are 
priced at Is. 


Two directors of ee 
Ltd., have recently joined the board of t 
it company, Vickers, Ltd.; they are 
r. P. H. Muirhead, C.B.E., and j.- 


Gen. C, A. L. Dunphie, C.B., C.B. 

S.O. 

From the Northern Aluminium Co. Ltd., 
comes a new booklet entitled About 
Aluminium. A collected reprinting of the 
company’s series of technical advertise- 
ments, the publication contains, in its 
44 pages, much up-to-date information 
covering a wide field of light-alloy tech- 
nology. * 

The 21st anniversary of the founding— 
the late Cdr. C. H. Varley, D.S.C., R.N. 
td.)}—of Varley Pumps and Engincer- 

ing, Ltd., North Acton, was celebrated on 
October roth. The firm, whose products 
are widely used in the automobile, marine 
and aircraft engineering industries, is shortly 
to move to new and larger premises at 
Brentford, Middlesex. 

* 

At the 23rd annual general ing of 
Newton Brothers (Derby), Bos 
of aircraft and other electrical equipment— 
the chairman, Mr. F. V. Pipe, O.B.E., 
A.M.LE.E., reported that outstanding 
orders at March 31st last were the highest 
since 1946 and were now higher still. A 
dividend of 15 per cent, with a special 
bonus of 1} per cent, both less tax, was 
recommended for distribution. 


IN A BIG WAY: Consolidated-Vultee hove 
during the past few yeors increas- 
ingly elaborate “work docks"’ for servicing 
and other large aircraft. This 
—which even incorporates stores and e 
accommodation—is at their San Diego airfield. 


fic 
saw Makers’ Association has concluded an 2 
on 
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The Practical Approach 
to Astronautics 


Fundamental Problems of Space-Flight: Some 


Points from the Stuttgart Congress Papers 


By J. HUMPHRIES, B.Sc.(Eng.), A.M.LMech.E., A.F.R.AeS. 


co “design’’ their own space-ships and, if possible, get such 
designs published. As a result, one can find in the literature 

a design to suit almost every taste—spherical, dumb-bell shaped, 
pure “flying saucer,” or one of the many “‘science fiction” affairs, 
with gleaming sides and rows of port-holes. Such essays, even 
where the arithmetic has been correct, have done little to forward 
astronautics. It can be shown quite easily that, using existing 
rocket propellants and constructional techniques and materials, 
the building of a man-carrying space-ship or artificial satellite is 
not, to put it quite conservatively, an economic proposition. Quite 
revolutionary changes would be needed to bring it about during 
the next few years—the introduction, say, of an atomic rocket or 
the halving of constructional weight. Suitable techniques may in 
time be evolved. but the evolution is likely to be long and laborious. 

At present, and probably for some years to come, most of the develop- 
ment of rocket motors and relevant constructional methods is being 
carried out by various Government bodies. In general it is unlikely that 
the private worker could make any useful contribution in these fields, 
since progress is largely dependent on the results of experimental work, 
which is extremely expensive. This is not to say that neither the private 
worker nor the small society can make use'ul contributions. There is 
much theoretical work to be carried out, especially with regard to opti- 
mum orbits for various purposes 

Research by private workers and societies was the chief topic of two of 
the main speakers at the recent Third International Congress on Astro- 
nautics in Stuttgart, a summary of which appeared in Flight of Sep- 
tember 19th. These were Prof. H. Oberth, one of the pioneers of modern 
rocketrv and space-flight, and Dr. Wernher von Braun, who was in charge 
of the V.2 development at Peenemunde. Prof. Oberth's paper, entitled 
Private Research Work in Astronautics, contained a large number of 
personal reminiscences and was extremely well received. However, 
most of the relevant points in Prof. Oberth’s talk were also made by Dr 
von Braun and so only the latter's paper will be reported 

Dr. von Braun was unable to attend the Congress, due to pressure of 
work, so his paper was read by Fred Durant of the American Rocket 
Society. He said that the ultimate objective of every Society in the 
International Astionautical Federation was the conquest of space, which 
represented the outstanding challenge to science and technology of our 
age. In common with many recent technical achievements, and like the 
Roman god Janus, rocketry had two faces. One of these was turned 
toward the solution of the problem of space-flight and the other towards 
the creation of new weapons of destruction. Since its inception the 
Federation had been faced by an apparently insuperable block—contact 
with the various rocket projects had been impossible because of military 
security. But military rocket development itself was in a critical position. 
No matter how much money was available no programme could progress 
without drawing upon knowledge gained by those engaged in basic 
research. The development of the V.2 was contingent upon data and 
knowledge acquired during 20 years by workers all over the world—at 
present this knowledge had been largely exhausted and new ideas were 
urgently needed. The deadlines involved in military projects were not 
conducive to original thinking. Indeed, frequently there was not time 
enough to discover the best solution to even a practical problem, and 
any solution was acceptable if it met the deadline 

There were thus many problems of a basic nature that could be 
tackled outside the military programmes as well as detail design work 
and calculations needed to indicate where further possible research lay. 
As an example, attitude-control would be needed for a space vessel, not 
only for turning the ship for observational and heat-control purposes 
but also in preparation for powered manceuvres. The two main methods 
of control, by smal! reaction jets or by flywheels, were well known in 
principle, but nothing had been done so far on the design of a suitable 
practical equipment. A space-fixed reference system aboard the vessel 
was one obvious essential if the vessel was to be turned into any given 
direction. This could be done by fixing on two stars and then indexing 
the desired angular relationship of the vessel to this system. This was 
a typical design and layout problem which could be studied and worked 
out without reference to anv military project. It could well provide 
adequate material for a whole series of masters’ theses at any technical 
institute. Further, any moderate workshop should be able to produce 
a working model of such a device for performance investigation 

Even more remote from practical seers was the problem of punning 
a breathable atmosphere in a space-ship or artificial satellite over a ’ 
of several months. This was often passed over lightly as being akin to 
the problem of high-flying aircraft or of submarines, but in fact it was much 
more complex than cither. Many toxic agents were produced during 


F IR many years it has been the habit of would-be astronauts 


bF 
Astronauts relax ; (1. tor.) Mr. Andrew C. Haley, American Rocket Society, 
vice-president of 1.A.F.; Dr. L. R. Shepherd, of the British Interplanetary 
Society, vice-president of 1.A.F.; Mrs. L. R. Shepherd; Mr. J. Humphries 
(British Interplanetary Society), whose report on the Congress appeors 
below; and Sra. H. Balada (Sociedad Argentina Interplanetarica). 


a day’s routine work and, unless separated out, these would accumulate 
over a period of time. The damaging effect of toxins increased with the 
time of exposure, and this was one problem needing close study. Oxygen 
regeneration from carbon dioxide was often discussed in the literature, 
but the best method was still to be decided. There had been suggestions 
recently that the chlorella algae could do this much more economically 
than any chemical method, and this would bear further investigation. 

There were many other detail problems awaiting investigation, includ- 
ing the provision of life-saving devices built around the acceleration 
couches in the ship. These might be in the form of cylindrical, self- 
sealing, ejectable containers which could be automatically expelled in the 
event of an accident at take-off o1 landing and be brought to earth by air 
brakes and parachutes. Weightiessness brought with it a number of 
practical problems: How could one boil water? How wash without 
covering everything with water? How design an interplanetary w.c. ? 

Although such detail studies were very important there were also 
projects of a more general nature that could be tackled by individuals 
and societies—for example, the study of the relative merits of salvaging 
and re-using dropped stages as against throwing away stages and tanks. 
Another major engineering project requiring investigation was that of 
the fuselage and wings of a rocket vessel returning to from an 
orbit, with particular reference to the skin temperatures reached during 
descent through the atmosphere. 

In general, ihe rest of the papers fell into line with von Braun’s 
tions and dealt either with problems of detail or basic research. At the 
Second Congress held in London in September, 1951, there were a num- 
ber of fairly poor papers, but this year the standard was gratifyingly 
high and only one or two of the papers were not up to an International 
Congress standard. This is quite an achievement, since there are as yet 
no professional astronauts and all of those reading eye had prepared 
them in their own spare time and were attending the Congress at their 
own expense. No theme was set for this year’s Congress (last year it 
was “Artificial Satellites”) and as a result there was a very wide range 
of subjects discussed in the 23 papers presented—chemical problems of 
space-flight, pump design, orbital calculations, cosmic radiation and its 
effect on the human organism, radio communication with the artificial 
satellites and so forth. It is impossible in a short article to deal with all 
papers, but a few may be summarized. 


Choice of Propellants 

Although it is generally recognized that d space-flight is not 
likely to be achieved by use of the chemical rocket the fact remains that 
this is the only currently available type of power-plant for the job. 
Consequently the choice of propellants and design of the motor are 
constantly recurring themes in the literature of space-flight. Two 
papers were of particular interest—one on Cost and Availability of High- 
energy Rocket Propellants, by G. V. E. Thompson of the British Inter- 

lanetary Society, and another on The Optimum Combustion-chamber 
Tremere of Rocket Motors, by H. H. Kdlle of the German Gesellschaft 
fir Weltraumforschung. hompson investigated the economics of 
supplying 1,000 tons per day of rocket propellants; such a quantity 
would probably be needed for a daily satellite-vehicle supply flight. 
Although such chemicals as fluorine and fluorine monoxide had been 
Suggested as oxidants for such purposes, it was unlikely that they would 
be used because of their high cost and because the reserves of fluoride 
ores were not sufficient to permit exploitation on such a scale. The 
light metals, such as beryllium and lithium, proposed as high-energy 
fuels, were even more expensive and scarce. Such fuels as anhydrous 
ammonia and hydrazine could be made available on a very large scale 
at a low cost. Liquid hydrogen would always be relatively expensive. 
Liquid oxygen, ozone and nitrogen tetroxide as oxidants would also be 
cheap and plentiful, and it appeared that if chemical rockets were used 
for space-flight these commoner: propellants would have to be used. 

One important factor determining the overall performance of a rocket 
vehicle is the combustion-chamber pressure. As the pressure is increased, 
so the rocket motor performance increases. On the other hand, the 
weight of the unit also increases, since the feed pressures also must be 
raised. There is thus a pressure at which the overall performance of the 
vehicle is an optimum. Kalle studied this problem for the first stage of 
a satellite rocket. His estimate gave a flat optimum between 50 and 
80 atmospheres. This compares with the 15} atmospheres used in the 
V.2 and the 100 atmospheres which was the design figure for the Sanger- 
Bredt antipodol bomber 

The calculation of optimum orbits for particular purposes is usually 
a difficult and long-winded matter. New analytical methods are badly 
needed, and this is a line of research that can be carried out at a low cost. 
In this country D. F. Lawden has been working on the problem of orbital 

ions for several years and his papers have appeared regularly in 
(Concluded at foot of page $32) 
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ACHIEVEMENT 


Another World Class Record 


(Subject to Official Confirmation ) 


LONDON — NAIROBI, KENYA 


Powered by Rolls-Royce Avon engines, 
an English Electric Canberra of the Royal hie ta 
flew from London to Nairobi, on 28thSeptember, 192, 
4,246 statute miles in 9 hours 55 minutes, 
including one stop of 58 minutes 


for refuelling. 


RO LLS;ROYCE 


FOR SPEED AND RELIABILITY 
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AFETY ON TOUCHDOWN 


GOODSYEAR 
AIRCRAFT TYRES 


Developed through years of research and testing, 
Goodyear aircraft tyres are built to “ take it” on 
touchdown. Resistant to heat, fatigue and 
bruising, built to stand up to the impact of weight 
multiplied by m.p.h., they assure safety at today’s 
high landing speeds. The All-Weather Tread 
illustrated is one of the variety of aircraft tyres, 
designed to give maximum reliability under all 
conditions. 


GOOD/YEAR 
CROSS WIND LANDING GEAR 


This patented Goodyear device permits 
cross-wind landings or take-offs in relative 
safety, without any tendency to ground loop. 
Castoring wheels permit a yaw of 25° on 
either side of centre while maintaining a 
straight course along the runway. 
Increased flying safety is further enhanced 
by the incorporation of the popular disc 
brake in this revolutionary castoring wheel. 


GOODSYEAR 
ORIGINAL DISC BRAKES 


The Disc Brake was first introduced by Goodyear 
several years ago. Since then the knowledge gained 
from actual operating experience has been vigorously 
applied, and to-day, the Goodyear Disc Brake has a 
reliability unique in this field. They give the pilot real 
confidence in landing, and sensitive control in every 
ground manoeuvre. Here again, Goodyear Research 
and Enterprise are far in the lead. 


THE GOODYEAR TYRE AND RUBBER COMPANY (GREAT BRITAIN) LTD., WOLVERHAMPTON 
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GLOSTER 
GLEANINGS 


Maker's Drawings of the Javelin: Larger 
Intakes Improve the Meteor’s Performance 


A LENGTHY period must yet elapse before sufficient Gloster 
Javelin F(AW)1 night and all-weather fighters, with their 
twin Armstrong Siddeley Sapphire turbojets, are available for 
squadron service in the RAE It will be remembered that the 
first protot (WD804) was written off in the crash landing, 
which for S/L. “‘Bill’’ Waterton his George Medal, and that 
the second prototype (WD808), being under restrictions in conse- 
quence, had to be demonstrated at the Farnborough Dispiay at 
relatively low speeds. Within the limits imposed, however, 
Waterton’s demonstrations were completely convincing. Intensive 
flight tests are now going forward with this second machine, and 
here reproduced is an authentic maker’s general-arrangement 
drawing, upon which a Flight artist has superimposed the correct 
camo ¢ scheme, markings, etc. Not least, we believe, the draw- 
ing will interest the numerous mode]-makers who are anxious to 
reproduce this most impressive delta-wing fighter in miniature. 

Farnborough visitors will also recall that the Meteor 7 trainer, 
so ably demonstrated, exhibited the new-type, large-diameter 
intakes for its Rolls-Royce Derwent turbojets. The main reasons 
for redesigning the intakes were: (1) to improve thrust figures for 
the ex‘sting Derwents; (2) to reduce duct losses due to turbulence 
inside the nacelle caused by the sharp angle through which the air 
flow was required to turn; (3) to improve specific fuel-consumption. 

The modification consists of reducing the overall length of the 
nacelle nosing forward of its front-spar attachments, which, as will 
he noted in the sketch, increases the actual intake diameter by 
a little over 4}in; the intake area is increased from 2.52 sq ft to 
3.72 sq ft. The new intakes confer an increase of some 200 Ib 
thrust at 100 m.p.h. and 230 Ib at 200 m.p.h. 

The revised nacelle-nose is now standard on all production 
Meteor variants. ‘Typical performance improvements are: take-off 
with ventral tank (17,350 Ib, 1.C.A.N. temperature) reduced from 
720 yd to 660 yd; rate of climb v. altitude (17,350 Ib, L.C.A.N. 
temperature, combat power), increase of 1,000ft/min at sea level, 
gooft/min at 1,000ft, sooft/min at 30,000ft; climb to 30,0c0o0ft 
(17,350 Ib) reduced by 1 min; max. range (including climb to 
40,000ft and descent) increased by 8 per cent. 


+ FORWARD 


At the top of the page 
are (left) a Royal Naval 
Meteor 1.7 with old- 
intakes and (right) 
| an F.8 with large in- 
| takes, radio altimeter 
RADIUS and R.P. pick-up points ; 

the drawing on the left 

gives dimensional 

i comparison between the 
old and the new intakes. 

Right: A “Flight"’ 

photograph of the 

second prototype Javelin 

F(AW)1, and a detailed 

general arrangement 
drawing. 
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G. Middiemiss, D.F.C., 
0.C. No. 421 Squedron. 


wc. J. F. Edwards, D.F.C., 
O.F.M., Ne. 430 Squadron. 


J. MacKay, D.F.C., Officer 
Commanding No. 416 Squadron. 


A Sabre of No. 416 Squadron taxies in to take up its position behind No. 430 Squadron. 


SABRES AT METZ 


Scenes at the Arrival of No. 2 


VEN the most hard-boiled observer of aeronautical 
comings and goings could not but be thrilled at secing 
the arrival at Gros Tenquin, near Metz, of the three 

Canadian Sabre squadrons after their recent air crossing of 
the Atlantic. They had come via Labrador, Greenland, 
Iceland and Scotland. 

Almost dead on time the first formation of four, from No. 430 
Squadron, arrived in echelon to starboard over the newly con- 
structed NATO airfield. A peel-off to port, a stream landing, and 
they were taxying-in to form-up on the concrete apron of their 
new home. Every two minutes a further formation of four came 
in, sometimes in echelon, sometimes in line astern. One line- 
astern formation was so precise that, seen from beneath, the dark 
grey effluxes of the leading aircraft appeared to go directly into 
the intakes of the following machines. No. 416 Squadron, with 
black rudders as the only squadron markings, arrived next, 
followed by No 421 Squadron, which is doing its second tour of 
duty on this side of the Adantic. 

Chatting with the pilots afterwards, it a red that fog was 
the only major problem or trouble-raiser on the trip: No. 421 was 
held up in Greenland for some six days, and an initial delay of two 
days in Labrador was attributable to the same cause. Of mechani- 
cal failure there was a minimum. One pilot had to land at North 
Luffenham with engine trouble and the other three aircraft of the 
section landed with him. They flew on to Metz the following day. 
A number of the pilots experienced partial failure in the fuel feeds 
from the long-range tanks, but none of these cases had serious 
consequences. 


Canadian Fighter Wing in France 


That the Sabres had been through bad weather was obvious 
from the state of their paint, which had been newly completed at 
the start. It emphasised the terrific punishment that machines 
receive during flight at such high average speeds—the Canadians 
took only 4 hr 40 min flying time for the 3,035-mile journey. On 
leaving Greenland No. 430 Squadron had to climb to 37,00oft 
before they were clear of cloud layers. 

Among the many le welcoming the pilots on arrival at 
Gros Tenquin were Lt. . Lauris Norstad (C-in-C. AAFCE); 
Maj. Gen. G. P. Vanier (Canadian Ambassador to France); 
A.V-M. A. L. James, R.C.A.F. (A.0.C, Air Defence Command, 
Canada); A.V-M. J. L. Plant, R.C.A.F (Chief of Staff, istics, 
AAFCE); A. Cdre. M. Costello, R.C.A.F. (Senior R.C.A.F. 
Officer in Great Britain); M. le Duc (Representing the French 
Government) and Maj. Gen. D. Strother (C-in-C. 12th U.S.A.F. 
and 4th A.T.A.F., under whom the 2nd Canadian Fighter Wing 
will serve). Maj. Gen. Vanier also read a message of congratulation 
from Mr. Claxton, the Canadian Minister of National Defence, 
_ had bid the squadrons farewell before their departure for 

urope. 

Gros Tenquin is one of a number of airfields provided by 
“host” countries for units of NATO air forces. It is built to a U.S. 
specification. All the buildings have aluminium exterior walls, 
the interiors panelled with insulation boards. The ccncrete 
runway is 7,000ft in length and 135ft wide. The area covered by 
the airfield is approximately 1,000 acres, and the property of nearly 
90 French farmers has been requisitioned to make the ground 
available. Many of the main buildings are as yet incomplete and 
the tarmac has vast piles of stores waiting to be uncrated. J. Y. 


Waiting on the tarmac: Maj, Gen, D. Strother, A. Cdre. M. Costello and A.V-M. A. L. James. (Right) Lt. Gen. Norstad inspects the guard of honour. 
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(Right) Heads ond tails: The sleek 
noses of Nos. 416 and 421 Squadrons 
set off the angular tails of No. 430. 


The new Sabre intake. A smolier 
plastic area mow covers the radar. 


The older-type nose, with nearly the 
whole circumference in plastics. 


(Right) in a self-made heat-haze a 
section of No. 416 Squadron toxies in 
from the runway. 


With the exception of the three por- 
traits on the opposite page, all these 
itustrations are “‘Flight’’ photographs. 


(Left) Crated stores made an excellent grandstand. ee) Lent 
421 


up for Europe's defence: In the front rank is No. 430, with 416 and part 


Squadron in the rear. 
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RESCUE 
TENDER 


The New 30-kt Vosper Fire-fighting 
and Salvage Craft for the R.A.F. 


T first sight, it t appear oddly contra- 
dictory that an all-metal, kerosine-burning 
flying-boat might be aided by a fire tender 

made of wood, and using petrol as fuel; but the 
following details should show that the new ft 
craft from the Portsmouth yard of Vosper, is 
excellently fitted for its purpose. 

Compared with previous such equipment, this 
as the 46ft crash rescue tender—s a significant increase in 
speed; its continuous rating is almost 29 kt, and well over 30 kt 
can be reached for limited periods. Power is provided by two 
Rover Meteorite engines, each of which is essentially an eight- 
cylinder development of the Rolls-Royce Merlin by way of the 
Sea Merlin and the Meteor tank engine. The Meteorite is normall 
rated at 375 b.h.p. at 2,400 r.p.m.; and the drive is effected renee 4 
a Mathway hydraulically operated gearbox. An unusual feature 
for marine work is the adoption of cartridge starting—obviously 
an asset in emergencies—a magazine-fed Plessey unit having been 


THE PRACTICAL APPROACH TO ASTRONAUTICS ... 


the Journal of the British Interplanetary Society. At Stuttgart he 
Inter-orbital Transfer with Mintman Propellant w 
with the transfer of a rocket between two oman e ic orbit | (these 
might be two satellite orbits) about a central bod ee trajectory 
using a minimum quantity of propellant, It was 5 t a number 
of impulsive thrusts was the best method and equations were derived 
from which the magnitudes and directions of these thrusts could be 
calculated in particular cases. 

Even when an artificial satellite My been established all will not be 
plane sailing, as was shown by Dr. H. G. L. Krause of the G.f.W. in his 
jm Perturbations of a Satellite Orb. He developed a method of 

vestigating the perturbations for satellite orbits with any inclination 
to the equatorial plane and any eccentricity. In general the inclination 
was the more important factor. In a detailed investigation of an orbit 


at about 1,700 km altitude and 45 deg to the equatorial plane, it was 
found that the oblateness of the earth had the effect causing the 
orbital plane to rotate at the rate of about once every five years. 
the sun's and moon's influence was negligible. 

The medical eagaste of space-flight have been receiving a deal of 
attention during the past two or three years, —: in re to the 
effects of weightlessness and cosmic a on the h Both 
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“Plight"’ photographs 


At full speed off the Isle of Wight, as seen from a similar croft. 


— B,... are cooled by sea water and drive individual 
speed. Twin rudders are fitted. 

“The bull is of the high-chine type with double diagonal planking ; 
it is fully fireproofed and has been designed to traverse extensive 
areas covered with burning fuel or debris. 

The tender has been designed for rescuing survivors from 
crashed or burning flying-boats, or from marine craft, or directly 
from the water; it is also equipped for isolating and extinguishing 
fires and for the salvage of water-logged hulls. General towi 
operations also fall within the tender’s compass, a sprung 
being provided with an overload release at 10,000 Ib. 

Clearly visible in the photographs are the two main 34in moni- 
tors which are equipped for the discharge of foam or water. These 
monitors are hand-operable through 360 deg in traverse and up to 
go deg in elevation. They are served by a rotary-vane pump, 
chain-driven by a Ford V-8 engine at either of two speeds; at 
$00 r.p.m. the pump delivers some 550 gallons of water per minute, 
while at 1,800 r.p.m. the foam delivery is about 2,400 gallons/ 
minute. Very full equipment is carried for crash rescue operations, 
and, in addition, the craft is fully capable of looking after survivors 
for limited periods. A crew of five is normally specified—coxswain, 
fitter, two firemen and a sick-bay attendant—and up to 12 sur- 
vivors can also be dealt with at one time. 

The handling of these craft, as we saw it recently in the Solent, 
leaves little to be desired, a typical figure being the stopping time 
of eight seconds from almost full speed. Two of these tenders 
—one of which has attended the Saunders-Roe Princess—have 
completed their trails at Felixstowe, and are about to go into 
service. No doubt they will be followed by many others and will 
prove of inestimable value at R.A.F. flying-boat bases at home and 
overseas. NATO countries have also shown interest. 


Extinguishing a simulated aircraft fire by means of foam. 


level was perfectly safe for human organisms.! The hear 
rised by an extremely high 

and a large radial spread of the ionisation dosage around a “en 

. Both these properties may endow them with a F pmew ly increased 

biological pr this still has to be proved experimentally. 

Again, the distribution of these heavy primaries has still to be determined 

in the upper atmosphere and in space. The carth’s magnetic field > 

sufficiently strong to large numbers of these heavy particles. 

that it is possible that their density in space is much higher than it * 

close to the earth. 


not fom of translation, since “Kontrabarie” is a new amen cept put 
forward by Heim. If Heim's theory is correct then it should be 

to control certain nuclear reactions to produce a direct thrust from Sneed 
electrical energy, with a mass —— > — is only a small per- 
centage of that of a conventional chemical rocket. Another result is that 
it should be possible to control the uvialonel field within a given 
space! This conjures up pictures of space-ships accelerating at several 


topics were dealt with in ce 


Rocket Society, in his 1+ 
at Extreme Altitude in Free 


ponent of primary cosmic 


d and cruising at a speed approaching that of light. However, 
whether Heim is just playing with mathematics or yg he really 
to be 


= 
4 
4 
» The technical proceedings were brought to a close with a highly ie 
mathematical paper by a young German physicist B. Heim. Its utle, Se 
sards from Cosmic Radiation doy 
id that the heavy nuclei com- Of tne technical papers are tO Oe 
é scovered in recent years, had form, A the Gesellschaft fir Weltraumforschung in the near future at a 
os placed on a new basis the problem of exposure hazard for living cost of D.M.20 and can oe at Stuttgart- ms 
cosmic radiation reached a maximum at about ten miles’ altitude. planetary , 12 Bessborough Gardens, W.C.t. as 

+ 
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Skeeter applications drawn by Brockbank 
Issued by 


SAUNDERS “WY ROE LTD 
Helicopter Division, Eastleigh, Southampton 
WORKS AT: EAST COWES. ISLE OF WIGHT - EASTLEIGH, SOUTHAMPTON * BEAUMARIS, ANGLESEY 
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-and-night 


at ung 


The only ready answer to the 
threat of cloud-cover bombing. ee 


—— in this vital role for the years immediately 


Chosen for land-based and naval ser¥ice by many Western 5 
Union and British Commonwealth air forces. 


de Havilland Ghost jet engine, robust, proven, i full production in 
aseries of European factories. 


og 


R.A.F. marine craft at the jetty, with three Sunderland Ss of No. 201 Squadron moored beyond, in Garths Voe. 


SULLOM VOE 


A Famous Coastal Command 
War-time Base Revisited 


ritain’s most northerly flying-boat base and airfield 

were both brought into use for the first time since the 

war. The flying-boat base is known as Sullom Voe and the 
airfield as Scatsta: both are on the mainland of Shetland, 
a little under 40 miles north of Lerwick at about 60° 26’ N. 
No. 201 Squadron of Coastal Command, equipped with 
Sunderlands, moved in to take up residence on and around 


Wirrs Operation Mainbrace took place recently, 


Garths Voe, which runs into the main Sullom Voe. Sharing 
the base with the white-painted Sunderlands were dark blue 
Martin PBM Mariners of the U.S. Navy, together with the 
2,§00-ton seaplane: tender U.S.S. Timbalier (Capt. A. S. 
Heyward, Jr.) which acted as mother ship. 

Sullom Voe was used by Coastal Command during the war, 
when London, Sunderland and Catalina flying-boats and 
Walrus amphibians were based there at various times. It has 
not been used since, and natural deterioration, storm damage 
and pilfering had combined to make conditions somewhat 
primitive and harsh during the recent exercise. An Air 
Ministry suggestion that the R.A.F. should live under canvas 
was short-lived (roughly speaking, a 60m.p.h. wind in 


Shetland is considered to be a dead calm !) and, instead, one 
of the hangars was used. Conditions were certainly hard but 
in spite of gales, low temperature and high seas both R.A.F. 
and U.S. Navy units operated with commendable efficiency. 
Scatsta was used during Mainbrace by communications 
Dakotas on the mail run linking Kinloss, Sullom Voe, 
Trondheim, Oslo, Stavanger and Leuchars (a trip on this 
service was described in Flight of September 26th). At least 
one Anson, an Oxford ambulance and a Devon also used the 
airfield. Scatsta is about a mile from the flying-boat base and 
has two runways. The shorter starts at the base of an 800-ft 
hill, climbs a hill itself and then descends to the sea; 13ft of 
of peat had to be taken out during its construction. 
Operations from Sullom Voe were under the control of the 
R.A.F., who were responsible for briefing and de-briefing of 
U.S. Navy crews and for the base control. At Trondheim 
a squadron of Coastal’s Sunderlands and further PBMs were 
under the control of the U.S. Navy, working from the sea- 
plane tender U.S.S. Currituck. After the conclusion of the 
exercise the two seaplane tenders, together with 18 Mariners, 
paid a courtesy call to Edinburgh, anchoring in the Firth of 
Forth off Leith. The flying-boats have now returned to the 
U.S.A.—taking with them at least three Shetland ponies. 
Once more Sullom Voe and Scatsta are deserted; only the 
sound of wind, rattling corrugated iron and seagulls disturb 
the local residents—mostly sheep and rabbits. The only 
airfield in regular use in Shetland is at Sumburgh, on the 
southern tip of the main island. This is visited by the regular 
B.E.A. Pionair service which links Shetland with G 
via Orkney, Wick and Inverness. JS. 


(Left) U.S.S. ‘'Timbalier,"’ one of the American seaplane-tenders which 
took part in Exercise Mainbrace, at anchor at the entrance to Garths Voe. 
Sullom Voe is beyond, with Ronas Hill in the distonce. (Below) Token 
from a Sullom Voe Sunderiand which dived to attack a Norwegian sub- 
marine during Mainbrace—only to identify it as neutral. 
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ELD in the British Zone of Germany during the first 
three days of October, the casualty-evacuation exer- 
cise “Stirrup-Cup” proved that a casualty air- 

evacuation flight with forward sections can be set up in the 

field and be working efficiently in 24 hours. That is the 
opinion of the Principal Medical Officer, 2nd Tactical Air 

Force (G'C. T. C. MacDonald, A.F.C.), who directed this 

Air Ministry AAFCE-sponsored exercise. It also demon- 

strated that a large number of casualties can be moved from 

a clearing station in the field to an R.A.F. hospital in the 
United Kingdom in about six hours. 

By way of an introduction to the story of the exercise, the 
background to casualty air-evacuation may be outlined. It is 
recognized, of course, that air-evacuation of casualties must 
be provided for in war by the R.A.F. That Service, indeed, 
has always helped the Army in casualty evacuation—so much 
so that in August, 1949, the Army disposed of the last 
hospital ship and since that date has been dependent on the 
R.A.F. for the routine evacuation of casualties (excepting a 
comparatively small number carried in the hospival-bays of 
troopships) from overseas to the United Kingdom. The Air 
Ministry has now officially accepted casualty-evacuation as a 
task additional to normal R.A.F. duties; but, as always, the 
operational requirements of transport aircraft which can be 
used for this purpose have a higher priority. However, 
operational demands on aircraft fiying rearwards from the 
fighting front are not likely to be great, and it will, therefore 
as proved in the last war and in Korea) be possible for them 
to evacuate casualties on their return journey. erever 
troops are being hard hit by the enemy (in other words, 
wherever they are suffering casualties) transport aircraft will 
be needed to keep them supplied, and will thus be automatic- 
ally available. 

Casualty air-evacuation falls under two main headings— 
routine and special lifts. The routine evacuation of casualties 
is by transport aircraft which have flown in with supplies and 
which return to base with casualties. Special lifts, again, fall 
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STIRRUP-CUP 


Practical Lessons Learned from a British-! 


Although taken from “zero feet,"’ this photograph shows the effectiveness of como 


under two main hi hose laid on for humanitarian 
reasons, where special treatment may save the life of urgent 
medical or surgical cases; and special lifts arranged for, say, 
casualties occurring among a body of troops who are “up 
against it” and are cut off from medical assistance. 

It must be underlined that the Medical Branch does not 
control the aircraft used in casualty air-evacuation; they are 
detailed for the job by the Air Commander. d it goes 
without saying that it is necessary to have R.A.F. medical 
holding units wherever returning airlift is available. 

A Casualty Air-Evacuation Flight is just such a field 
medical holding unit, and it is designed to handle a large 
number of casualties arriving at and departing from transport 
airfields. Since its main function is to have casualties in 
readiness for emplanement at whatever airfield transport is 
available, it must necessarily be a mobile unit. The Flight 
will call forward, from nearby casualty clearing stations, field 
hospitals and so on, the number of casualties it is able to 
evacuate by air. Obviously, one of its main aims is to make 
the maximum use of all space available on the transport 
aircraft. 

The Casualty Air-Evacuation Section is a smaller, more 
mobile formation with tne same aims and functions. It is set 
up where the amount of airlift available is not sufficient to 
justify a Flight. For instance, if casualty air-evacuation is 
feasible there, it may be placed in a forward area. Neither 


An ambulance arrives from C.A.E. Flight with U.K.-bound “casualty 
(below), who is loaded into a Valetta ot Biickeburg. These aircroft 
accommodate 12 stretcher and 12 sitting cases. 
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[Zone Casualty-Evacuation Exercise 


(Right) Concealment or The well- 

marked ambulances, emphasize two aspects of a current 
controversy. 


The Auster eee capable of wa well into forward 
areas, proved its usefulnes during the exercise. 


Flights nor Sections are deployed on the airfield, where they 
would be exposed to enemy attack, but are kept in camou- 
flaged positions some distance away. Only holding tents are 
set up on the airfield. Their function is to have ready 
sufficient loads to ensure that no aircraft takes off with empty 
seats or empty stretcher space. 

In Exercise Stirrup-Cup, the Casualty Air-Evacuation 
Flight was based at Biickeburg, which was presumed to be a 
rear airfield to which transport aircraft had ready and 
constant access. One of two Casualty Air-Evacuation 
Sections was based at Gutersloh, which was considered to be 
in a forward area from which light aircraft alone could 
, operate by day ; and the other Section was placed at Wunstorf, 

ASG on ean which was considered to be the most forward airfield from 
AE. © i imi i 

All engaged in Stirrup-Cup lived under active-service 
conditions. Close attention was paid to the details of camou- 
flage, but it is now a good many years since the end of the 
war in Europe, and lessons painfully learned are now forgotten. 
In any case the vast majority of our troops are too young to 
have had war experience, and some errors in camouflage were 


netting by the C.A.E. Flight during the exercise. 
wer. 


(Above) As the author of this article says, camouflage of the units was effective—until 
inexperienced personne! gave the game away by being careless about such things as 
ing—including the kitchen stove: a new trailer-type field 
kitchen—responsibie for the smoke—underwent ‘prototype trials’’ during the exercise. 


smoke. (Right) E 


STIRRUP-CUP 


perpetrated during Stuirrup-Cup. Tin plates, or the white hat 
of a cook, caught the sun; a plume of smoke gave away a 
position otherwise well concealed in a wood; wheel-tracks 
also told a tale. In fairness to those responsible for camou- 
flaging the Bickeburg site, where wheel marks showed up 
from a considerable height, they realized that, owing to 
prolonged showers, the site had been compromised within 
four hours of the stert of the exercise. But to move (as they 
would have done in war) would have meant protracted 
negotiations with the German authorities for a new site. 
Anyway, the function of an exercise is to show up such 
things. 

The absence of Red Cross markings visible from the air 
raises the controversial issue as to whether or not the jet 
ground-attack pilot of tomorrow would have time to sort out 
his target. Apparently the doctors think he would not. 

For the purposes of the exercise, the British Army of the 
Rhine daily provided one hundred “dummy” sick and wound- 
ed (about a third of them Canadian), and the R.A.F. Regiment 
contributed sixty; all were skilfully made up to resemble real 
casualties. The proportion of four lying cases to six sitting 
is what the Army considers we would have in a war of 
conventional weapons. There are, of course, many more sick 
in war than there are wounded, and so there were all sorts of 
simulated diseases, unlikely and otherwise. Some of the cases 
were purposely so splinted as to make them difficult to load. 

The “‘casualties’’ were fed into three airf elds and evacuated 
from Wunstorf and Gutersloh to Bickeburg by light aircraft, 
and from Bickeburg by Valetta. The Valettas did not, in 
fact, fly ‘‘casualties’’ to the United Kingdom, but took them 
off on half-an-hour’s local flying. Light aircraft used included 
Bristol Sycamore helicopters, an Auster Amt ulance Freighter, 
Austers and Ansons. The Ambulance Freighter has been 
undergoing service trials. The Mk 2 Sycamores were pro- 
vided by No. 1906 Helicopter Training and Development 
Flight ; they had come over for Exercise Hold Fast and stayed 
on for Stirrup-Cup. Afterwards—‘‘They shall go away and 
depart backwards, and the place that knew them shall know 
them no more,” 

Something must be said on the relative roles of helicopters 
and light aircraft. They are not mutually exclusive, but 
complementary. The helicopter is excellent for picking up 
casualties in jungle or mountain warfare, for air sea rescue, 
and so on. The little Auster Ambulance Freighter and other 
light aircraft are very useful for hopping into forward strips 
in almost any kind of country, and they have the advantage 
that any qualified pilot can fly them (though, admittedly, 
“strip work” requires considerable practice), whereas only 
specially trained pilots can cope with a helicopter. 

On Exercise Stirrup-Cup the Valettas each carried twelve 
stretcher and twelve sitting cases; the Ansons, two stretcher 
or six sitting; the Ambulance Freighter, two stretcher and 
one sitting; the Austers, one sitting; and the helicopters, two 
sitting 

Most of the “‘casualties’’ had never flown before, and there 
were some amusing reactions. For example, having flown in a 
batch of “casualties” by Anson, the pilot—the D.P.M.O. 
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(Flying) 2nd T.A.F., S/L. Allan Crawford—asked one of the 
youngsters whether he liked fiying; he got the reply : “I liked 
it fine—especially the bit when we went round the corner . . .”” 
It is only fair to add that Crawford normally flies jet fighters. 

Altogether, over 560 casualties were airlifted during the 
two-and-a-half days of Stirrup-Cup. This involved 69 
“casualty’’-carrying sorties, with a total of 120 take-offs. The 
organization could have dealt with a good many more, but 
there were just not enough “bodies” available. But four 
hundred were all that were needed to prove that the organiza- 
tion could cope : it would have taken far more to test the set- 
up to what one Medical Officer called “destruction.” Gener- 
ally speaking, it took the teams under 15 minutes from doors- 
opened to doors-closed to handle twenty stretchers. 

Stirrup-Cup provided an opportunity to try out for the 
Command Catering Branch an experimental field cooker. 
The thing weighed 13 tons and was slightly out of role in that 
it took 110 men on ropes to get it into the woods. Once in 
position, however, it turned out 500 hot meals a day. 

Certainly Stirrup-Cup achieved what it set out to do—to 
practice medical and operations staffs in carrying casualties 
by air, and to demonstrate to all ranks of 2nd T.A.F. and the 
British Army of the Rhine that the machinery exists to get 
sick or wounded back to full hospital facilities in the United 
Kingdom. Everything worked very smoothly on the opera- 
tions side, and much was learned in the technique of liaison 
between the medical staff running the C.A.E. Flight and 
Sections and the executive officers controlling air movements. 
One result is that 2nd T.A.F. now has a cadre of officers and 
men who could cope with casualty air-evacuation if something 
started—an inverted pyramid ready to expand. 

Much of the success of Stirrup-Cup was due to the Officer 
Commanding the C.A.E. Flight—W _ C. M. W. L. White, the 
Senior Medical Officer of the Royal Air Force Technical 
College, Henlow. He has been concerned with the planning 
and equipping of such exercises since 1942, when he organized 
the Maison Blanche—Gibraltar lift in the old Vickers 
Valentia biplanes. 

* All the doctors are full of praise for the pilots, who (they 
say) were extremely keen and co-operative. A surprisingly 
large number of G.D. officers took the trouble to see for 
themselves how casualty air-evacuation is run. The Director 
of Medical Services, British Army of the Rhine (Major 
General R. D. Cameron), whom G’C. MacDonald had 
invited to visit Stirrup-Cup, said afterwards that he thought 
it was most successful, and he congratulated all concerned on 
the enthusiasm and efficiency with which it was conducted. 

Tatlpiece.—Reality touched Stirrup-Cup on the very first 
day, when one of the Valettas taking part was ordered to 
Gibraltar to fly a seriously ill patient—a genuine case—to the 
United Kingdom. E.G. 
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In squadron service—the Martin- 
Baker Patent Ejection Seat is 


fitted to all high speed aircraft 


Martin 
-Baker 


AIRCRAFT COMPANY LTD 
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FIAT G46 
Primary Trainer 
FIAT G49 
Basic Trainer 


FIAT G59 
Advanced Trainer 
FIAT G80 
Turbojet Trainer 


The four Fiat training planes that 
satisfy the latest requirements for 
the gradual and complete training 


of high-speed aircraft pilots. 


AERITALIA SECTION (AEROPLANES) 336 CORSO FRANCIA TURIN 
LINGOTTO SECTION (ENGINES) 250 VIA NIZZA (ITALY) 
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ITALIAN HARVARD-REPLACEMENT 


A Note on the Fiat G.49 
Basic Trainer: British 
or American Power Unit 


T first sight, the Fiat G.49 
looks very like i 


trainer, whereas, in point of fact, 
it is an entirely fresh design, as 
the writer discovered during 


being built—the G.49-1 for the Alvis Leonides, the G.49-2 for 
the Pratt and Whitney R-1340, and a structural test specimen— 
and they are being made on production-type jigs of the most 
up-to-date design. Leonides, rated at 450 h.p., #ffords a cruis- 
speed of some 177 m.p.h., while the G.49-2 with the $50 h.p. 
asp cruises 19 m.p.h. faster, at some expense in fuel consumption. 
In general layout, the G.49, is a straightforward low-wing two- 
seater. The structure is entirely of light alloy, including the 
covering of the control surfaces, and stressing is to a factor of 12. 
Although superficially like that of the G.59, the airframe design is 
actually quite different; the wing has two spars which, with the 
ribs and skin, form a torsion box, and the fuselage is metal- 
skinned over a framework of formers and continuous stringers. 
The wing is made in three parts—a centre-section bolted to the 
fuselage, and two easily removable outer panels. Throughout 
the design close attention has been paid to the easy dismantling 
of components and their slinging for transport. Wing, fin and 
tailplane have flush rivets, but the fuselage and flying controls 


have snap heads. Wing = is 42ft 8in. 

The tone controls have several interesting features. For 
instance, the robust hydraulically operated flaps may be partly 
extended as brakes; the Frise-type ailerons have two hammer- 
head mass balances each and ground-adjustable tabs; and the 
rudder and elevator have trim tabs and small horn balances that 
incorporate the mass balances. The tailwhee! (made by Nardi) is 
connected to the rudder for gr d ring when the stick 
is pulled back, but is completely free to castor through 360 
— when the stick is pushed forward. 

main landing gear, which, like that of the Harvard, re- 
tracts inboard into forward extensions of the wing root ahead of 
the front spar, has semi-cantilever legs. The wheels are not carried 
in forks, so they can be easily removed after jacking the aircraft. 
Hydraulic toe-pedal brakes are fitted. 

The Pratt and Whitney Te engine has a plain N.A.C.A. 
cowling and 9 ft three-bladed de Havilland c.s. airscrew. In both 


A NEW AIRCRAFT WINDSCREEN 


PEAKING at the recent annual general meeting of the Triplex 
Safety Glass Co., Ltd., Sir Graham Cunningham (chairman 
and managing director) said that on the aircraft side the demand 
was growing more and more formidable and that the company 
‘was at present engaged on development of a new windscreen for 
all classes of aircraft but particularly for military types. It would 
Se from mis at any height, speed or atmosphere. 
Sir added: “‘This is of the greatest possible importance, 
but, of course, from a profit-earning point of view it does not 
amount to a row of beans. We feel sure, however, that stockholders 
will a the devotion of the efforts of our research department 

to of this character, in which we take pride.” 
Sir William Scott Douglas was elected deputy-chairman of the 
y in succession to Lord Stanmore, who has resigned 


prototypes the engine is carried on a steel-tube mounting and a 
—_ intake feeds the carburettor and oil-cooler. Hot and cold 

urettor-air and sand-filter intakes are provided and bag tanks 
for 95 gallons of fuel are carried in the wings. 

For advanced military instruction there is a rifle-calibre machine 
gun with 200 rounds in the port wing root, and underwing recks 
for rockets and bombs. 

It is, however, in the it that the G.49 is most interesting. 
The canopy is arranged cm the well-jried lines of the G.s59 two- 
seater, with a sliding blister hood over each scat. The hoods have 
a quick-winding gear and the machine can be flown witn both 
hoods fuily open or in any intermediate position. The front cock- 

it—the traince’s—has a fighter-type windshield with an optically 

t panel. Both seats are high and are adjustable; they give an 
exceptionally good forward and downward vicw. Two-stage 
amber screens can be fitted. Between the seats there is a steel- 
tube crash pylon. 

Instruments and controls present a curious mixture of British, 
American and Continental practice. The stick is short and un- 
hinged in the American style, with gun and bomb switches in the 
handle. Rudder pedals are adjustable from a central star-wheel 
that can be turned with the toes. The cockpit is laid out with deep 
central panel, two side panels and two shelves. The central panel 
is the standard NATO instrument flying panel, i.e.:— 

D.R. compass, directional gyro, radio com b 

A.S.L., artificial horizon, rate-of-climb indicator. 

Clock, turn-and-bank indicator, altimeter. 

It was rather surprising to find a metric A.S.1. and an altimeter 
reading in feet, although such contradictory combinations are not 
unusual on the Continent. Among other instruments, one noted 
Smiths’ flap and undercarriage indicators on the left-hand panel, 
a K.B. emergency compass, outside air thermometer in the roof 
and Waymouth electrostatic fuel gauges. The G.49-1 has a 
Graviner methyl-bromide fire-extinguisher system, while the 
G.49-2 has a CO, system. The D.R. loop is mounted on top of 
the fuselage behind the rear cockpit and is enclosed in a plastic 
dome that reminds one irresistibly of Victorian waxed fruit ! 

From these brief notes the reader will probably have lized 
that Dr. Ing. Giuseppe Gabrielli, Fiat’s technical director, has 
designed the G.49 with the widest sible market-appeal; for 
those nations accustomed to either British or American power. 

.H.S. 


FOR POWER ON THE GROUND 


Te meet the demands of aircraft operators for increased outputs 
from ground starter units, the joint production of a mobile 
dual-voltage unit with a maximum power of 95 kW is planned 
by Crompton Parkinson, Ltd., and Auto Diesels, Ltd. (4, Cursitor 
Street, London, E.C.4). 

The equipment is designed to provide ten-second outputs up 
to 850 amps at 112 volts, or 1,500 amps at 28 volts from the 
main dual-voltage generator and, in addition, a rately mounted 
auxiliary generator gives an output of 4 to 6 kW for servicing 
—— simultaneously with the 112-volt starting supply. 

generators are driven by either a diese) or engine, 

or by a motor supplied from airfield mains, while for 
96- and 24-volt batteries are provided. The unit fe 
trailer of modern design, which also 


purposes 
mounted on a four-wheel 
accommodates fire-fighting 


— 


recent visit to Italy. 

urgent need for which is em i by the large U.S.A.F./ | 

; R.C.A.F. order now being executed by the Canadian Car and a pe 

Foundry Co.) and the latest ideas on training. The he 

- Fiat engineers were dent that their design fulfilled a definite Ih. 

requirement of the NATO air forces and they told the writer 

: that a production order was certain. Three G.49 airframes are ic 

after 16 years on the and equipment. 


SAHARA 
ACCIDENT REPORT 


Findings of French Inquiry into Forced 
Landing by B.O.A.C. Hermes 


S briefly announced in our previous issue, the Ministry 
of Civil Aviation published on October 13th the final 
report of the investigation, carried out by the French 

Inspectorate-General of Civil Aviation, into the forced land- 
ing by a B.O.A.C. Hermes in French West Africa on May 
26th. It is now possible to review in greater detail the findings 
and recommendations of the inquiry, which was completed 
on September 15th. 

The aircraft involved was a Hermes IV, G-ALDN, which was 
carrying ten passengers on a scheduled service from Tripoli to 
Kano. The airworthiness of the aircraft, states the report, was not 
im question and the only accessories involved in the accident were 
functioning normally. The P.12 tic compass and Hughes 
periscopic sextant had been checked after the accident by the 
makers (Kelvin and Hughes, Ltd.) and found to be in normal 
condition; the Sperry CL2 Gyrosyn compass had been checked at 
London Airport about a month before the accident, when it 
showed no deviation on any bearing. 

The crew consisted of Capt. R. | rR D.F.C. (pilot in com- 
mand), rst/Off. E, M. Haslem (co-pilot), rst/Off. T. L. De Nett 
(navigator), R Off. R. A. Hirsi, Eng Ott. T. W. Smith; and two 
stewards and a stewardess. 

Capt. Langley, it is stated, has 5,556 flying hours to his credit 
of which over 4,000 have been flown as first pilot in the service of 
B.O.A.C, His appointment as Senior Captain (2nd class) dated 
from July tst, 19§1, and he had previously served for five years as a 
junior captain. His qualifications included a Pilot’s “B” Licence, 
Navigator’s Licence (2nd class)—which had been awarded in 
January, 1949, after he had made two previous unsuccessful 
attempts to — the examination—and Air Line Transport Pilot’s 
Licence. He also held a valid Instrument Rating and Radio 
Telephony Licence. During the six months previous to the 
accident he had flown 348 hr as pilot. 

1st/Off. Haslem, who died five days after the accident, from 
exhaustion brought about by strain and heat, held a Commercial 
Pilot's Licence with Instrument Rating and General Radio Tele- 
phony Licence, His flying hours totalled 5,147, of which approxi- 
mately half were as first pilot in the R.A.P. and most of the 
remainder as and pilot with B.O.A.C. During the period 1949-52, 
states the report, Haslem had made seven unsuccessful attempts to 
pass the examination for the Senior Pilot’s Commercial Licence. 

De Nett held a Commercial Pilot’s Licence with Instrument 
Rating and had flown 4,458 hr as pilot or navigator, the majority as 
a and pilot with B.O.A.C. In 1947-48 he had made four unsuccess- 
ful attempts to pass the Navigator’s Licence (2nd class) examina- 
tion and in 1950 had also failed to pass the examination for the 
Senior Commercial Pilot’s Licence. He held a navigating officer’s 
certificate issued by B.O.A.C., in June, 1951, on completion of a 
practical navigation course and a period of service as navigator 
under supervision on the Nairobi, Johannesburg and Accra 
routes, His navigational training had involved 10 hr flying by day 
and 68 hr by night. He had made 14 return flights as navigator 
(11 in Hermes and three in Yorks) including three under super- 
vision. The date of his last check as navigator was September 12th, 
1951, and he had flown 136 hr as navigator and 88 hr as 2nd pilot 
during the six months preceding the accident. 

The captain, co-pilot and navigator had not been involved in an 
Tayw, accident during their respective periods of service wi 

.O.A.C. Their licences were all in order, as were those of the 
radio officer and engineer officer. The former’s flying hours 
totalled 5,649, most of which had been completed with B.O.A.C., 
and he had made seven return flights across the Sahara; the 
as ge officer’s flying hours totalled 5,861. 

“he weather forecast for the flight, drawn up by the met. office 
at Castel Benito, indicated fine weather en route and thunderstorms 
in the Kano area. On the whole, reports of actual weather received 
from the aircraft during flight bore out the forecast. The report 
adds that weather conditions had no direct bearing on the accident 
apart from the fact that thundery conditions caused atmospherics 
which greatly hampered radio communications. 

Ground facilities available for the flight included (in British 
territory) non-directional beacons and radio direction finding at 
Accra, Castel Benito, Jos, Kano, Lagos and Wheelus, radio 
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Based on the official map, this diagram shows the departure of the 

Hermes from its intended track (Tripoli-Kano, indicated by dotted line). 

Also shown are the estimated and actual positions, as reconstructed by 
the investigators, at various times during the flight. 


responder beacon at all the airports mentioned with the exception 
of Jos, and radio range at Wheelus. Ground aids primarily avail- 
able in French territory included the following : 

Atar (non-directional beacon and M.F. wrt | Bomako (M.F./D.F.), 
Dakar (radio range, non-directional beacon, M.F./H.F. D.F., responder 
beacon, locator beacon and approach control), Gao (non-directional 
beacon and M.P./H.F. D.F.), oem (non-directional beacon, M.F./ 
D.F. and locator beacon), Port Etienne (non-directional beacon, M.F. 
and H.F./D.F.), Tunis (non-directional beacon, radio range and H.F. 
M.F. and V.H.P. direction finders). Secondarily, and only on request or 
on several hours’ prior notice, further aids were available at other air- 
fields in French territory. 

Airborne navigational aids carried by the aircraft were as follows: 
(radio) Marconi H.F., standard S V.H.F., Marconi A.D.F., 
R.A.F. homing and approach, Ultra intercom; (navigational) 
Hughes periscopic sextant, bubble sextant MK.9B, CL2 Sperry 
Gyrosyn compass, P.12 reflecting magnetic compass, and drift- 
meter. In addition to the appropriate maps, charts and operating 
manuals, the aircraft carried a star chart, air-speed correction 
table, Air Almanac (May-August, 1952), rapid navigational tables 
and star tables for air navigation. ; 3 : 

Outlining the ground aids used in the flight and discussing their 
efficiency, the report says that the identification signal of the Gao 
beacon was received but the strength was not sufficient to allow a 
bearing to be taken. The Port Etienne beacon and D.F. aids at 
Bamako, Port Etienne and Dakar, however, had provided a large 
number of valuable position data and . The station at 
Tamanrasset had acted on its own initiative as a relay between the 
aircraft and Kano, but was not asked for a bearing; the radio 
operator had even entered an int tion mark in his against 
this (to him) unknown station—which was nevertheless s on 
the airborne navigation chart. The investigator comments that 
“the scarcity of radio facilities on the Tripoli-Kano desert route 
casts celestial navigation for an important role on this sector and 
should, at all events, pt the fullest possible utilization of the 
conveniently contactable radio facilities at the point of take-off. 

The investigator continues ; “We note, however, the existence of 
available radio facilities which were not utilized, in particular those 
at Tripoli, use of which might have prevented the aircraft from 
going astray at the outset, and those at Atar aerodrome which, at a 
pinch, the aircraft might have been able to reach.” 

On the functioning of telecommunications the following com- 
ment is made: “Serious difficulties in radio communications were 
encountered both by the aircraft's radio operator and by the 
ground stations. They were due mainly to the heavy atmospherics 
resulting from the thundery conditions that night, intensified in 
the aircraft’s case by an unsuspected remoteness due to its error in 
navigation and complicated at the critical moment of daybreak by 
the familiar anomalies in p tion.” é 

After normal briefing at tel Benito, at which the only out- 
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PRESSURE 
REDUCING VALVE 


This is a specialised pressure reducing valve used in fuel tank 


FLIGHT 


pressurisation systems. It provides a low pressure air supply 
to energise the servo diaphragm of the main inerting gas and/or 


air valve. Settings can be varied to give coverage for a wide 


range of pressurising systems. A typical setting required of this 


unit is the maintenance of a servo supply of 9—12 p.s.i. with 


the inlet pressures varying between 15 and 150 p.s.i. 


AUTOMATIC 
CONTROLS 


co (Merthyr Tydfil 666) 


TEDDINGTON CONTROLS, LTD., CEFN COED, MERTHYR TYDFIL, SOUTH WALES. 


The best reports of the London Motor Show ; 


SHOW NUMBERS 


LONDON SHOW REPORT, OCT. 24 LONDON SHOW REVIEW, OCT. 31 


This is the year’s biggest issue, providing a lavishly 
illustrated record of the Show. Detailed descrip- 
tions of models on view are supplemented by 
a complete analysis of the year’s progress in engine, 
chassis and body design and construction. Cara- 
vans, accessories, components, tyres and car radio 
are also fully covered. 

Price for this number only 1s. 6d. 


Produced after an intensive study of the new 
models and modifications to existing designs, it 
presents an authoritative, technical survey of the 
year’s progress in design. It embraces the whole 
field of the modern automobile—engines, trans- 
mission, suspension, brakes, tyres and bodywork. 
There is also a final illustrated summary of the 
Show’s principal highlights. Price as usual ts. 


Order from your newsagent NOW 
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SAHARA ACCIDENT REPORT 


standing points the possibility of thunderstorms (as mentioned 
of the Kano non-directional beacon, 
the aircraft took off at 2203 hr (G.M.T.). On levelling out at 


0124 hr, after a series of star fixes, the aircraft was thought by the 

crew to be about 12 miles cast of the direct track and a little over 
half way between Tripoli and Kano. By this time the difference in 


navigator prema to tune in to - M E beacon but without 
success. Meanwhile, the radio officer had been passing the hourly 
Pomars to Malta and Kano and had received met. information 
from the latter airport which indicated that it was experiencing 
electrical storms ; no storms were, however, seen by the crew 

At approximately ogoo hr the engineer officer noticed that 
variation setting control on the CL2 Master Unit was set at 60 
W. The navigator, it was discovered, was under the impression 
that the setting was 6 deg W. The V.S.C., which enables true 
courses to be steered, is not normally in use. On this occasion, 
however, the navigator did use it but had mis-read the graduation 
and had initially set 30 deg W., increasing progressively to 60 deg 
flight. The error was immediately reported to the 


agreed. 
navigator’s astro-shots had been made on the wrong 
report notes, should have been indicated by the difiiculty he had 
experienced in lining up on pre-computed settings. (The periscopic 
sextant gives a limited field of vision and it is necessary to know the 
approximate position of the aircraft to calculate altitude and azi- 
muth of a given star from the astro-navigation tables.) 

Reconstruction of the flight shows that the aircraft was then 

bly about 900 miles N.W. of Kano, 800 miles E. of Port 
tienne and 400 miles N.W. of the airfield at Gao, with sufficient 
fuel aboard Saye about four hours’ flight at cruising power. 

A dead reckoning position had been estimated, but this had 
indicated that the aircraft was very much further north than it 
actually could have been, since it was based on a 60 deg course- 
error instead of an error increasing p ively from 27 deg to 

The first recorded alteration of course came at 0444 hr, 
ve At about this time he 


yg gives the sequence of events as reconstructed 
in the aan © in approximate order. 0454 hr, Course altered to 55 rs 4 
0515 hr, Course altered to 180 deg; no decisive action taken du: 
5 Decision apparently taken to head for a Enuenne 
(whose beacon was oe icked up on the radio compass) altho navigation 
chart carried aboard Hermes stopped over 600 miles short of ort Etienne. 
0438-0554 hr, Aircraft called successively Accra, Lagos and Kano on 
various frequencies but received no reply. 0532 Ar, 
cedure ed. 0557 hr, Gao confirmed that M.F, beacon was onlatned 
on. 0558 hr, S.O. s. procedure Nas Hermes probably still within 
400 miles of Gao heading west acknowledgement of first $.0.S. 
messages although stations at Niamey, Kano and Tessalit were 
communicating with one another on the subject of G-ALDN. 0615 hr, 
First reply (from Accra and Kano) to distress message from Hermes 
stating its estimated position and that it had two hours’ fuel left and was 
heading for Port Etienne. 0621 hr, Accra accepted control of aircraft at 
request of radio o tor. 0658 hr, stated that it was one hour 
from coast “thereby completely upsetting any calculations which might 
have been made po Mer we. its progress.” 0722 hr, Aircraft first contacted 
Dakar; thereafter true bearings were passed regularly by Bamako, Dakar 
and Port Etienne. 0812 hr, Dakar logged first distress signal from air- 
craft “which had at last realized the im — of its reaching the 
coast.” 0845 hr (a ximately), Aircraft descended and after a one | 
a native village belly -landed at a point cepountanetiy 71 miles S.S.E 
Atar (the captain had asked the engineer to warn him when there md 
—_ enough fuel for descent, two overshoots and landing, which was 
made when this moment arrived). 
Discussing the evidence, the report states that identification of 
the stars actually shot by the navigator and the utilization of the 
corresponding measured altitudes should have permitted a close 
reconstruction of the route flown. This was attempted but without 
lete success . . . “It is to be feared that 1st/Off. Acting Naviga- 
tor Nett was content with shooting stars of minor importance 


The aircraft’s estimated ition at 0600 hr, which was already 
too optimistic, was 460 from Port Etienne. “At 180 kt (the 


in- 


offered by Arar. This omission, says the report, “is the more i 
explicable in that Kano A.T.C.—later on, it is true—s 


with it by R/T. for nearly an hour 
bearings during that period. 
Summing up, the report states that “the investigation has 


established that the aircraft, crew and Corporation were in order 
with respect of the legislation in force, that the airworthiness was 
not in question but that, in varying 


not ponte the full of « 
shment of their mission. There is no doubt that defective 

cnaennainenions constituted a circumstance promoting the 
occurrence of the accident.” 

Causes of the accident, in chronological order, are set out by the 
report as follows : 

(1) Faulty use by the navigator of the variation setting control on the 

Gyrosyn compass. 

(2) Faulty checking of P by in 
out the aid of radio bearings. 

Gyrosyn compass correct and the 12 magnetic compass unservicesble 


t astral bearing and with- 


(4) Fault on the part of the captain in not ret to Tripoli when the 
P.12 compass was regarded as unserviceable (in of B.O.A.C. 
regulations). 


(5) of che crow to thas chews were being en 
the wrong stars. 
(6) of the coow vo the 
the standard methods when the V.S.C. setting error was discovered. " 

it his way 

grees ae on the part of those on board, of the assistance which 
could have been afforded by Atar airfield. 

The report makes nine recommendations, as follows : 

PR The graduation of an instrument should not cause confusion and if 

indicate tens instead of units, it is desirable that this should 
aoe indicated by a characteristic sign. (The V.S.C. of the CL2 
recently manufactured instruments). 

vision, should form the subject of special precautions with a view to the 
certain identification of the stars shot. 

(3) In-flight chi of a compass by an astral bearing should rest only 
on a reliably identifiable star. 

(4) On -range aircraft the carrying of a second magnetic compass 
of simple robust design would constitute a wise precaution in anti- 

The captain chould be competent the of the 
navigator’s work. 

(6) Possession of an official tor’s licence by a member of the crew 
should be required for long-range fights over area indferen ly equipped 
with ground aids, such as those we have been considering. (At present, 
U.K. regulations require the carriage of a licensed navigator for a rae) 
over water of at least 1,000 nautical miles or for a non- saan, flight of 
more than 1,500 nautical miles over land. The distance from Tripoli to 
Kano is 1,264 nautical miles.) 

stage is r rojects to ¢ 
Rhadames, Rhat and —F = 


in this report. 
recommendation it must be pointed out afresh 
that an ies in of an air route render it incum- 
wi in the present instance was not done in respect of the radio 
aids at Tripoli on take-off. 
reveals the need for closer liaison between the British and 
French control centres in Africa. Thus the failure use of the 


presented by airfield appears to have been the of 
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é es speed given in the distress message received at Accra and Kano at . 
a 0615 hr) it would not have been able to reach Port Etienne until : 
3 0835 hr, yet the message stated that it had only two hours’ fuel left. 4. 
12,000ft the captain noticed 2§ deg in the 
astral observation. The navigator reported that the ccra A. § attention tO point in message at 
ae (201 deg) was correct and the P.12 (226 deg) was in error. Mean- hr”. The highly optimistic D.R. pouees given by the aircraft ; 
a while the captain and engineer tested, without result, the various during this period are not explained y the shots first on Jupiter and 
electrical circuits which ~~ have caused deviation in P.12, No subsequently on the sun. 

So - attempt was made to check, by means of radio aids, track made good. As the Hermes did not send a repetition of its state of urgency 7 
a The captain decided to proceed with the flight, steering by means until 0812 hr, the latter control centre had no apprehensions : 
te of the CL2 compass and rejecting the P.12 as unserviceable. At regarding the disastrous inadequacy of the aircraft’s range. How- 

oe ever, Accra, for ve did not make sure that Dakar was acquain- 

. ted in time with all the factors in the problem or that the aircraft : 
ae possessed information about the potential usefulness of Atar; : 
- i moreover, Accra’s request that the aircraft should communicate 3 
ey 


CORRESPONDENCE 


The Editor of “Fi At” does not hold himself responsible for the views expressed by correspondents in these columns; 


the names and 


Un-American Apathy 
I PEEL that your American correspondent, in his comments on 
“U.S, Gliders: No Support, No Wins,” in Flight, Septem- 
ber i2ath, page 966, has missed the main point—and for that 
matter, so did the writer of the report in American Aviation. ‘Ihe 
U.S. gliding fraternity has no intention or desire to alibi its team’s 
omen at the World Championship Competition in Madrid 
ast summer. What we would like to do, however, is to attempt to 
shame our opulent automobile and radio industries, wnose 
apathy made it necessary for the U.S. team to depend on borrowed 
Spanish retrieving automobiles and makeshitt radio equipment, 
waile the British team, for instance, through the generosity of 
Standard and Pye, had well-equipped transportation and exce! 
ground-air communication, 

Those of us who were at Madrid are well aware that the success 
achieved by the British team was not dependent upon this, but 
was due to a combination of pilot skill and experience, excellent 
equipment, both air and ground, and a smooth-running organiza- 
tion, and feel that it couldn't have happened to a nicer group of 


people | 
Elmira, N.Y RaLpu S. BaRNasBy, 
Soaring Society of America 


Forecasters’ Responsibility 
| & his letter published in your issue of September sth, Mr. J. 

Bodem contends that forecasters would be in a position to issue 
more positive forecasts in respect of distant airports, on occasions 
when the weather was “‘marginal,”’ if (a) they had flying experience 
on their particular routes and (t) they were conversant with local 
conditions at the distant airports. 

The fact is that both these conditions are met. Facilities are 
given, 8o far as is practicable, for a forecaster to make fami.iariza- 
tion flights over routes for which he regularly supplies forecasts. 
It is generally recognized that the experience gained on such 
flights is invaluable in assisting him in becoming acquainted with 
the weather peculiarities of the routes and with the problems of the 
pilots. 

Comprehensive arrangements exist for the exchange of aero- 
drome torecasts between meteorological offices concerned. Thus, 
the forecaster at the departure acrodrome possesses up-to-date 
forecasts for the destination and its alternates as prepared by the 
men most qualified to do so, viz., the forecasters at these aero- 
dromes. The briefing forecaster at the departure aerodrome is thus 
able to present the expert opinion of his colleague at the destination 


acrodrome. 
London, W.C.2. J. Durwarp. 


Deltas: The Last Laugh ? 


CONGRATULA TIONS on your magnificent picture of the 
great Avro 698% (issue dated September 5th. 329). 
Recently I've been doing a spot of “historical research” in regard 
to carly deltas (or aeroplanes with dart-shaped wings, since they 
were originally described as such). Apart from the true ———s 
work carried out by Prof. Alexander Lippisch back in 1943-5, 
have been surprised to discover that a small aeroplane was built 
in the U.S.A. as long ago as 1929 and which incorporated the 
delta-wing principle, about which, of course, very little was 
known scientifically in those early days of aviation. It was 
designed and built by a Mr. Roy Scroggs of Eugene, Oregon. 
The inventor prophesied that his “freak design”’ would “revolu- 
tionize the enure aircraft industry 
one day.”” | understand that, natur- 
ally enough, Mr. Scroges’ remarks 
were received with the greatest scep- 
ticism by leaders of the American 
industry in those days. However, 
it seems that the strange aircraft was 
later test-flown by its inventor, but 
at a height not exceeding ten feet ! 
The aircraft was fitted with 
twin rudders, had conventional 


elevons and was red by 
a small of 


Two views of the remarkable 1929 
design referred to in the accompanying 
fetter from Mr, Dennis M. Powell. 


esses of the writers, not necessarily for 


publication, must in all cases accompany letters. 


unknown make. Unfortunately no further details of this interest- 
ing little aeroplane appear to be available nowadays, but I enclose 
two small photographs of it. The machine was christened by its 
inventor The Last Lavgh. If Mr. Scroggs is still living, it looks 
as though he himself indeed has “the last laugh” in the light of 


present achievements. 
Asmara, Eritrea. Dennis M. Powet. 


LC.A.O. Errs 

T= 1.C.A.0O. Monthly Bulletins have been including cach 
month histories of the aviation activities of member-states. One 

is sorry to observe that the facts given have not always been 

accurate. 

The September issue deals with the U.S.A. First mis-statement is 
that in May, 1919, three U.S.N. flying-boats flew from Newfound- 
land via the Azores, Portugal and Spain and arrived at Plymouth 
on May 31st. In fact, only the NC-4 reached Plymouth; both the 
other two came down on the sea before they reached the Azores. 

The article then goes ahead to Lindbergh’s flight cight years 
later, i altogether Alcock and Brown, who made the first 
direct flight America to E » in 16 hours—a fortnight 
after the NC-4 reached Plymouth. The 1.C.A.O. Bulletin claims 
that Lindbergh’s flight “set off the torch which guided the way 
for a long series of ocean jumps by other pilots.” 

Someone should tell 1.C.A.O. that, with Alcock and Brown, 
Cdr. A. C. Read and crew of the NC-4, two U.S. Army airmen 
who crossed via Iceland and Greenland during a flight round the 
world in 1924, the crew of the airship R.34, who flew there and 
back in 1919, and the German Zeppelin crew who flew westward 
in 192.\, nearly a hundred people crossed the Adiantic by air before 

th for research tha disposal 

are at its di 


LC.A.O. be completely accurate in what it publishes. 
London, S.W.3. GerorFREY DORMAN. 
Slow and Safe? 


REGARDING the letter heading the correspondence page of 
Flight for September 26th, entitled “Fast and Low at Farn- 
n’’—may | submit one entitled “Slow and Safe” ? 

At the S.B.A.C. Show on the second public admission day 
I caught with my camera the Prestwick Pioncer with its port 
elevator trailing uselessly astern [after hitting a runway light at 
take-off.—Ep.}. Only a safe, slow-speed, slotted and flapped 
machine like the Pioneer could have survived this loss of elevator 
control, and it made a very pretty landing, apart from forming an 
unrehearsed advertisement of its safety attributes. 

Necessary as the development of speed undoubtedly is—and we 
are doing very nicely in this direction—would it not be possible 
for at least two or three of the great aircraft firms to spend a few 
hundreds of pounds each year on developing a really safe “dinghy 
of the air,”” powered by one of the very excellent and highly 
efficient modern 500 c.c. vertical twin motor-cycle engines now 
available? The following advantages would be gained :— 

(1) A deeper knowledge of real stability; we may think we 
understand it all, but the birds still beat man in this respect— 
when man can “land on a branch’ he may claim to really under- 
stand his jeb. 

(2) A pleasing mental relaxation for our designers momentarily 
to get their minds otf the main theme of speed—it always does one 
a power of good to change the subject of one’s thoughts for short 
periods of relaxation ! : : 

(3) It would get our youth air-minded through practical! testing 
of sporting flight, thereby forming a nucleus of amateur air talent, 
as we always have done in the nautical world by small-boat 
sailing. A far-seeing Government (if there is such a thing) might 
even stand the financial racket if the aircraft industry could not 
find the comparatively small sum involved—after all, they don’t 
do badly in this respect. 

(4) Light relief might be provided yearly at the S.B.A.C. Show 
by flying a few little “dinghies of the air,”’ to show us whether our 
designers have —— in safety devices for little aeroplanes 
since the davs of the 1923 Lympne Trials. How nice it would be 
to see how slowly and safely a tiny aeroplane could be made with 
a fuel consumption of the average 500 c.c. solo motor-cycle. 

Sandbanks, Bournemouth. C. E. Bowpen, Lt.-Col. 

[Yes, but low power and low speed are not necessarily condu- 
cive to safety. Unless the basic design is aerodynamically sound 
these virtues may easily become vices —Ep.] 
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B.O.A.C.’s BRITANNIA FREIGHTERS 


SUBIECT to Government approval, the Board 
of B.O.A.C, have decided to purchase five 
freighter versions of the Bristol Britannia for use 
“on the Corporation’s world-wide routes.’’ The 
decision (which was forecast by a paragraph on 
page 461 of Flight for October 3rd) has —_ 
taken in view of “the increasing importance of 
aid to dollar earnings 
1955-56. Canmanting on the report 
catemnd 2 that the five freighters will be additional to 
Britannias. While the specification and 
are not yet complete, are “progressing satis- 
factorily.” B.O.A.C, is not the first European airline to order 
high-speed freight aircraft of specialized design; Sabena recently 
announced its decision to purchase two DC-6A Liftmasters. The 
Britannia F ter, however, will be at the beginning of its 
development-life, and promises to be i 


competitors. 
BY PERSONS UNKNOWN ... 
ALICIOUS he or faulty maintenance work are described 


in the French wth as equally plausible reasons for 
an accident to Viking G-AH D, owned by Hunting Air Travel, 
Ltd., at Bordeaux-Merignac on May 8th, 1951. On take-off the 
engine of the aircraft lost speed and was promptly feathered 
maintain safety speed on the rt of the starboard engine alone 
without losing height, deci: to make a belly landing on an open 
south of the airfield. This ¥ action by 
in B. J. Leech, proved successful and injuries were the pt 
by the co-pilot and one of the 26 passengers. The report, 
which was published last week, found that the articulated rod of 
the control governor on the port engine became di 
allowing the airscrew to take up ae high-pitched position. It 
transpired that the nut holding the ball-joint of the control-rod on 
the link-rod had been unscrewed by force and that the pin on the 
—— was missing, but there was no evidence to show 
these faults had come about. 


THIRD COMET SERVICE INAUGURATED 


Comet of B.O.A.C. successfully opened the Corporation’s 
third jet service—between London and Singapore—on October 
14th. The first service to Johannesburg was inaugurated on 
May 2nd and that to Ceylon on August 11th. Flown by Captain 
T. B. Stoney, the Comet arrived at Changi, Singapore, some 
$$ minutes behind schedule, 27 hours after leaving London. 
Actual flying time was wt hr. The slight delay was attributed to 
difficulty experienced by ground crews en route between London 
and Karachi in keeping wo The round trip of 
approximately 15,500 miles was, however, completed seven 
minutes ahead of schedule. Sir Miles Thomas, who welcomed the 
October 17th, declared is demonstrates the fact that we are 
not running the Comet to the limit of its capacities and that there 
is some latitude which will enable us to speed up the service even 
further as soon as practicable.”’ 

In an article written for the Daily Telegraph to coincide with the 
introduction of the Singapore service, Sir Miles said that the 
utilization of B.O.A.C.’s fleet of nine Comet 1s will be completed 
when the fourth route to Tokyo is opened early next year. When, 
next August, the Corporation received its first Avon-engined 
Comet 2 (unfurnished, for crew training), it and its successors 
would be applied to two tasks: to blaze the jet trail to South 

upper air exploration in mid-Atlantic. le making moncy 
rolling down to Rio and bana tak 
Atlantic tropospheres, those eerily silent vastnesses through which 
the Comet will cleave its jet-way between the capitals of Britain 
and America.” 


OLD AND NEW modes of air transport are illustrated by this cal 

“*Flight"’ study from London Airport; the nose of a Pan American OC-4 

freighter forms an appropriate frame for a Comet 1 of B.O.A.C. As 

announced elsewhere in this issue, later Comets will also bear the famous 
title of “Clipper."’ 


AFRICAN TOURIST SERVICES 


S forecast in last week's issue of Flight, cheaper fares are to be 
introduced on certain routes between the United Kingdom 
and Africa. It is announced by B.O.A.C. that tourist services will 
be available from mid-November onwards between the U.K. and 
the Sudan, Uganda, Tanganyika and Kenya. Central African 
Airways will provide connections between ee _— all the main 
centres in Africa. Subject to Government ———— Corpora- 
tion intends to extend, in December, one of its Nairobi flights to 
Lusaka, and Central African Airways will at the same time 
inaugurate coach-class services with Vikings between Salisbury and 
London. B.O.A.C. will use 56-seat Hermes for the tourist flights, 
which will offer reductions of up to 28 per cent on standard ton. 
Baggage allowance will be 34 Ib, and in contrast to the practice on 
the 1.A.T.A.-approved North Atlantic tourist services, compli- 
mentary meals will be served to passengers. These services are the 
first results of a recent agreement between B.O.A.C., South African 
Airways and Central African Airways and are intended to supple- 
ment rather than replace the present standard services. 


NEW MANCHESTER TERMINAL 


Tr Manchester Guardian is not the only of that ci 
have changed its external form recently: the city’s airli 
terminal, too, has taken on a new a = ’ Previously housed 
in a small (83ft by 24ft) nay ome oe which contrasted sharply 
with the impressive Central Library opposite, the terminal has now 
moved to more spacious and modern accommodation in the Royal 
Exchange building. 

The main entrance, in the Royal Exchange Arcade, is flanked by 
the offices of the airlines using the terminal, and leads to the central 
concourse, previously the site of a well-known restaurant. Along 
one side of the concourse are the passenger-handling counters, at 
the end of which a flight of steps leads up to the outward passengers’ 
lounge and the main exit into St. Anne's Square, loading = for 
the airport coaches for Ringway Airport, 11 miles distant. 
terminal was officially opened on October 17th by Mr. A. T. 
Lennox-Boyd, Minister of Transport and Civil Aviation. 

Following the opening ceremony, and a tour of inspection by the 
Minister, a lunch was held in the Town Hall and attended by 
representatives of the airline companies using the terminal (B.E.A., 
B.O.A.C., Air France, Swissair, Sabena and Aer Lingus) and 
members of the City Corporation, which was responsible for the 
conversion of the new premises. The Lord Mayor, Alderman 
Douglas Gosling, O.B.E., J.P., proposed the health of the Minister 
who, in his reply, affirmed the Government's appreciation of the 

fg ag of Manchester as an air centre. Councillor 

W. Biggs, J.P., then proposed “The Airline Operators,” 

om a brief history of Manchester’s association with air transport 

since the opening of the municipal airport at Barton in 1926. Lord 

Douglas of Kirtleside, chairman of B.E.A., replied. 

The work of converting the Royal Exchange premises into the 

new terminal was carried out by the City Architect's department. 

to which cost £34,000, is an office for 
B. O.A.C., who were not previously represented at the terminal. 
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THE INDEPENDENT OUTLOOK 
Annual Report of B.1.A.T.A: Progress and Prospects Reviewed 


member-airlines of the British Indep 
Association form a body comparable in size and capacity 


Wis their combined fleets of nearly 150 ot the 15 
ig port 


with many of the large international carriers. A good impression 
of the present abilities of this force and of the difficulties over- 
come in its construction is given by the annual report of B.1.A.T.A., 
compiled by the director, Mr. Philip Bremridge, and published 
on October 16th. The report reviews the operations of members 
and surveys the work done by the Association on their behalf 
during the period June 30th, 1951, to July 1st, 1952. 

The chairman of the Association during that period was Mr. J. 
Eric Rylands, who states in a foreword that although government 
policy still seemed to provide too much protection for the “haves” 
and not enough for the “have nots,” the i 
had gained ground even in these matters; they hed 1953 
with more hope than earlier years had given. “There follows a 
summary of the report 

In 1942 the independents operated 60 scheduled services in 
association with the State Corporations and increased their un- 
duplicated route mileage to 6,231 miles in the U.K. and to 12,121 
miles on international routes. B.1.A.T.A. members operated 36 
of these services and flew 14.6 million passenger-miles (36 per 
cent more than in 1950-51), and carried 19,200 tons of freight— 
an increase of 120 per cent. 

Scheduled services flown by members during the year included 
the cross-channel ferries (which are expected to 
menally next year, now that fares have been further ced), 
flights to the Channel Islands (up to 46 return trips daily during 
the season) and to the Isle of Man, and services under contract 
to Aer Lingus. tions in Europe have been extended to 
Western France, with inclusive tours of Southern France. Still 
farther aficld, the weekly colonial coach service to Nairobi has been 
inaugurated; the long-distance scheduled services have also in- 
cluded contract operations for K.L.M. from the Netherlands to 
the Far East. 

Cargoes carried on charter flights by British independent 
ators, and particularly B.1.A.T.A. members, rival the Sears Roe- 
buck catalogue in their variety. The minor Berlin airlift has been 
operated almost exclusively by two members, who have taken 
over 10,000 tons of freight out of the city in the past year, and 
Olympic Games also provided a busy time for " 


recor 


mem 
in long-distance work was achieved during the year 
York, which made a four-week journcy of 31,750 miles 
tinuous but independent charters. Bristol Freighters were 
nent in the business of exporting cars and moving cattle and 
furniture, among other loads, Air trooping, the next field to be 


entered by the independents, has advanced beyond all recognition 
during the past year. It is anticipated that much will be added to 
the world network of trooping routes in the coming years. Troops 
are being carried by air across the Atlantic to the British West 
Indies and R.A.F, cadets are being flown to Montreal. 
destinations are Singapore, Southern Rhodesia, East and West 
Africa, the Canal Zone, Gibraltar, Malta, and Cyprus. The num- 
ber carried in 1951-52 was 69,000, of whom B.1.A.T.A, members 
flew nearly 54,000. Eleven times as many men were flown in the 
period under review than in 1950-§1. 

The report shows very clearly the relationship between the 
combined B.1.A.T.A, companies and the rest of the world’s air 
transport. Their aircraft mileage of 7} million gives the member 
companies the equivalent of 11th place in the I.C.A.O, list of 38 
countries with any considerable volume of air transport. By com- 
parison with the Corporations, B.I.A.T.A. can boast a larger 
aircraft fleet than cither—148 com with B.E.A.’s fleet of 124 
and B.O.A.C.’s of 74. Many of the independent aircraft are 
small, however, and the B.1.A.T.A. all-up weight of 3,065,000 Ib 
is some 80,000 Ib short of the B.E.A. figure and less than half that 
of B.O.A.C, (6,550,000 Ib). The B.I.A.T.A. members lifted 
more than 34,000 short tons of freight during the year reviewed, 
which is nearly twice the amount carried by the two tions 
combined. (B.O.A.C. flew 6,031 tons and B.E.A, 12,500 tons.) 
Although much of the freight carried by independents is on very 
short stages (¢.g., the cross-Channel ferry), the figure for freight 
ton-miles flown (6} million) is, nevertheless, quite impressive 

pe an increase of 43 per cent on the number flown by 


On scheduled flights by B.I.A.T.A, members, 19,202 tons were 
carried—an increase of 120 per cent on the previous year’s figure. 
There was a 190 per cent increase in the load (15,211 tons) carried 
on non-scheduled operations, an improvement for which the 


Council following the change of Government and the subsequent 
change of policy announced by the Minister of Civil Aviation last 
May. This policy, it will be remembered, was put forward as one 
offering greater possibilities to the independent companies without 
ini the services operated by the two corporations, 
Specifically, these opportunities were :—(1) The establishment of 
a minimum period of seven years (in special circumstances 10 
years) for associate agreements. (2) The ruling that both in- 
ts and Corporations could apply to operate any new 

(3) The decision to open colonial coach routes—cut-fare 
services within the Commonwealth and open to both tions 
and independents. (4) Restrictions on competition from B.O.A.C. 
and B.E.A. in the charter field, by not ing the tions 
to keep aircraft specifically for charter. (5) Freedom for inde- 
pendent operators to open all-freight services which do not 
undermine the tions’ existing services. : 
Council 

ill be given 


Compose 

Although of the Air Transport 
was strength 5 permission to operate must 
by the Minister. Under its new terms of reference the A.T.A.C. 
received some 60 applications up to October 3rd. The report 
states that two major questions of policy have yet to be settled by 
the Government. One concerns the future of the existing internal 
services operated by B.E.A. and the other is the problem of re- 

ipping the independent fleets with new aircraft. Following the 
Minister's invitation to independent companies to make individual 
proposals to operate internal services, negotiations on the subject 
are proceeding. Delay in settling the equi t problem, which 
has not yet been formally discussed, will “ the whole British 
air transport effort back on its haunches.” f 

Finally, B.1.A.T.A. hopes eventually to secure the remission of 
the tax on aviation spirit which amounts to 2s 6d on every gallon 
pound of direct operating expenses. 

Before discussing the future, the report takes a backward look 
at the post-war growth of scheduled airline traffic, noting that the 
number of passenger miles flown last year was 78 per cent more 
than in 1947 and the corresponding increase in cargo ton-miles 
was 203 per cent. Even if the American domestic network is ex- 
cluded from consideration the actual rates of increase remain 

imately the same. There are, however, valuable lessons to 

oa teen the U.S. domestic field, notably the successes of the 
non-scheduled carriers’ attempt to attract a new class of passenger 
offering the benefit of air travel at littke more than “coach- 
s’’ (British 3rd class) rail fares. After recognizing that a vast 
new had been created by the “non-skeds” the big airlines 
put on their own air coaches to carry the traffic, but the market 
was so great that there is room for all, and subsidy rates through 
mail payments for the “chosen instrument’ are tumbling down. 
There are good reasons for anticipating that the colonial coach on 
the British cabotage .routes may follow, though perhaps less 
ramatically, the example of the domestic successes of the “‘non- 
skeds’’—“‘Is it too much to hope th:t if it is successful I.A.T.A. will 

agree to the extension of the coach to international routes?” 

I t operators may have to rely on cbsolescent aircraft 
for the next two or three years but this period should be no more 
than one of transition. City financial interests have hitherto had 
little cause or have not appreciated the need for starting the devel- 
opment of air transport as a field of investment. It may be, there- 
fore, that the Government will have to “prime the oy either 
by giving a guarantee to private capital loans or by themselves 
ordering the aircraft for hire-purchase by the operators. ‘ 

The independents’ role in defence justifies this initial financial 
aid; but if orders for new aircraft are not placed now, Britain will 
be left out of the race for international air-carrying trade and will 
endanger her defences into the bargain. i 

Operating costs at half their present level are likely to be 
realised within the next few years and this fact alone must sharply 
accelerate the increase in the volume of traffic, passengers, and 
freight coming on to the air market. In conclusion, the report 
asks “‘who is to have the opportunity to develop this market?” 
It asserts that “No one should ever lose sight of the fact that the 
sole genuine justification for the ‘chosen instrument’ policy was 
that air transport | mot pay its way, and that, being needed in 
the national interest, it subsidy. That premise is no 


: growing trooping business is largely responsible, but which also 2 
reflects development of charter work. 
The report discusses the development of Government policy | 
a towards the independent companies from 1948, culminating in the Be. 
new terms of reference issued to the Air Transport Advisory Si 
A 
He 
“ 
i 
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ore the Home Secretary, Sir David 
Fyfe, with Dr. R. Bennett, M.P., and Col. M. A. McE 
of Silver City Airways; (top centre) Mr. J. W. 
Bartlett of the Bristol Aeroplane Co. ( 
Powell, managing director of Silver City Airways, and 
his predecessor (right), Mr. J. Eric Rylands, ae 
director of tancashire Aircraft Corporation, 
row, left) A Minister of Civil Aviation, 


trators should be carnestly ways of ensuring 
that a large proportion of the new is 
companies.” 


Members and Their Fleets 
The following list, taken from the B.I.A.T.A. annual report, 

shows the aircraft operating strength of the member companies 

at August, 1952. There are three grades of 

grade “A” (for companies with total all-up weight of fleet greater 

than 100,000 Ib), grade “B’’ (25,000-100,000 ib) and 

associate (less than 25,000 Ib). In addition, there 


including Aquila 
Air Charter, Led. (2 Yorks, 1 Tudor, 1 Dakota, 1 


Air Ent ~ es, 1 Prince, 1 single-engined). 
Air ways fy . (2 Geminis, 7 single le-engined). 
Birkett Air Service, Ltd. (3 Rapides, 1 single- 


Eagle t Dakotas, 3 

Hun Air Transport, Ltd. (7 Vikings, 1 Dakota). 
Lat, und Skyways, Led. (15 Yorks, 
2 Consuls, 15 Rapides, 1 Aecrovan, single~ 

Loxhams Flying Services, Ltd. (2 Geminis, 7 engined) 

Morton Air Ltd. Doves, 3 Consuls, 2 Rap; 

Oley Air Services, Ltd. ap Dov 2 Consuls, 3 Rapi single-engined 

Scottish Aviation’ Led. (5 Dakotes, 1 Conscl, 1 Rapides 
Siver Airways, Li Consul, 1 

The Independents Dine 


Among the Re y guests who attended B.1.A.T.A.’s annual 
October 16th, were members of 


pw peo the Home Secretary, Sir David Maxwell Fyfe, acted as 
chief spokesman for the Government. Although he apologized for 


zations which supported industries mith nothing lke the ential 

usefulness of air transport. The only query about the future of 
grow. 


Another speaker was Mr. J. Eric Rylands, retiring chairman of 
B.1.A.T.A., who had held office for nearly four years. Mr. Rylands 
had some unkind things to say about the petrol tax, which repre- 
sents such a large proportion of operating costs on U.K. routes. 
The tax, he said, nad Churchill 


and the production of petrol 
railways from road competition. 
Nowadays ships paidno taxon fuel for journeys to the of 


oun 
In answer to Mr. Rylands’ toast —“Her Majesty’s Armed 
Forces”’—there were speeches by Mr. J. R. 


more desirable than by sea’’; this he said, was an 
on 


CHARTER NOTES 


PEuaine the week ended October 18th, British independent 
airlines continued to recover from their recent recession of 
business. This recession seems to have hit hardest those operators 
who, during the summer, have been largely dependent on student 
and tourist flights for their activity ; the le who, all ee have 
kept specially active in the “‘occasi charter” market seem to 


79,200 miles, subdivided into 42,700 miles of frei pe ng ea 
»500 miles of passenger trips. Although activity on the 
remained about the same as last week it 
per cent, a much smaller of 
In the seven days review 


=. 


Gen. A. C. Critchley and Mr. David Brown, both of 

Lancashire Aircroft , Led., and Skyways, Ltd. 
longer true. All the world over, airline after airline is joining the 
: : company of profit makers. The. need, therefore, for permanent Association’s newly elected chairman, A. Cdre. Griffith : 
oe State investment and State control is melting in the sunshine of Powell, also referred to the re-equipment problem. Emphasizing beg 

ire increasing self-dependence, and the policy-makers and adminis- the defence-reserve role cf the air-transport industry, he sug- fae 
ceed gested that hire-purchase by the operators of aircraft bought by Pee 
Say the Government seemed a fair arrangement. The alternative was bee: 

eis Mr. W. T. Gill, financial director of Rolls-Royce, Ltd., observed ; 

: : that there was a reference in the annual report to the slightly C 

= increased profit earned by independents during the past year; 

‘ reminded his audience, which included members of the “City,” : 

that “the tortoise makes no progress unless he sticks his neck 

surance compan ur B.L.A.T.A. out.” 

2 At 

shor ds | 

2 counterpart at the Air Ministry. Both gave added assurances of ; 

: H Government appreciation of the work done by the independents 

3 and of their contribution to defence Mr. Hutchison revealed 

; Alan had been here to sing for my supper”), Sir David assured 

Ee the private operators that the Gor ernment were sympathetic 

ie towards their problems. Compromise, he said, might not be a ve a fairly prosperous end increasingly busy time while com- 

a popular policy, but it gave a more lasting chance of stability in a panies with trooping contracts have more and more to do every : 
< competitive world, and of immunity from subsequent political month. Altogether, 99 en route charter flights were completed last : 
: change.’ The Goverment the need for bones 

= and the fact that long-term plans must be based on getting effi- : 
a cient though costly aircraft. Ms 5 phe to accept the offer 

to discuss your plans, in private 

3 the M.C.A.” Commenting on the number of applications to 

ti they encouzaged the belief that opportunities open to the 
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CIVIL AVIATION... 


spproximatcly 1,650 passengers and 
mostly out of Berlin. In terms of more significant statistics the 
week's flying may be interpreted as 129,900 freight ton-miles and 
— senger miles (a further 60,000 f.t-m.) 
orks tc d the activity list with 27, 700 miles to their 
ie, Dhabeens followed with 21,500 miles, Bristol 170s covered 
work amounted to about 470 hours of flying time and netted an 
approximate revenue of pe ne little above the average for the 
t three months. For the second week a Crewsair Viking flew to 
and back with 27 passengers each way B.K.S. Aerocharter 
also flew to South Africa, taking 28 ers to Johannesburg for 
Tropic Airways; Tropic, incidentally, should have a DC-3 of their 
own beck in service by the time these words Another 
B.K.S, Dakota flight was from Athens to Ham ing 
28 seamen in transit; jo curring 
to Athens. Other Dakora fi were 
Airlines, who took 24 N.A.A. 
and a may, won of mixed mixed freight to Dukhan for the 


A further freight . in Dukhan was flown out in 
a Bristol 170 of Silver City pF seta it amounted to 4,100 kg. 
Silver City also carried four horses from Le Bourget to Cambridge 
and back, 27,000 Ib of cheese from Le Touquet to Lympne and 
700 Ib of the same commodity from Cherbourg to Southam ; 
cheese consignments have been steadily increasing recently. From 
Berlin, Silver City completed 28 freight flights to Hamburg and 
Hanover. Similarly, Air Charter flew 28 freight trips to Ham! 
and 28 passenger runs to Hanover, all with Yorks. Other Y 
flights were completed by Skyways of London, who returned from 
Bangkok with freight, under sub-charter to K.L.M., and who 
began the first of a series of contract flights from Ringway to Dublin 
each Saturday with an cight-ton of newspapers. 


NEW SMITHS SERVICE AT L.A.P. 
launch a new “over-the-counter” component service at 
London Airport, Smiths Aircraft Instruments recently held an 
ina party—in Hut 204D, where the new service is ited— 
on October 14th. Senior members of B.O.A.C., B.E.A., the Air 
a Board and London Airport were among the guests, 
the past two years Smiths have used Hut 204D (which is in 
No. 1 Maintenance Area at L.A.P.) as a base for its overhaul 
service for SEP.1 electric autopilots fitted in the Hermes IV and, 
later, the Comet. This autopilot is also standard in B.E.A.’s 
Elizabethans, but the company's new five-year contract with 
B.E.A. involves a modified type of service—an over-the-counter 
exchange for all autopilot items which have reached their overhaul 
=< The Corporation, which itself undertakes the overhaul of 
EP.1s, is thereby relieved of the need to keep large stocks of 
components; an added advantage is the proximity of a Smiths 
service representative to advise on installation problems. From the 
manufacturer's viewpoint also, the scheme has attractions; it assists 
in promoting good working relations with the operator, and gives 
the maker first-hand experience of the behaviour of products in 
service. Introduction of the Discovery-class Viscounts, also fitted 
with the SEP.1 autopilot, will increase the turnover in the L.A.P. 
depot, and Smiths hope eventually to offer comparable service to 

foreign companies using the airport. 


MINISTERIAL MIRTH : Mr. A. T. Lennox-Boyd, Minister of Transport and 
Civil Aviation, on @ tour of the new Manchester Air Terminal (see news 
item on poge $41), shares o joke with Station Assistant Joan Darling. 
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ON DEMAND : As reported below, Smiths Aircraft Instruments recently 
opened a new over-the-counter service in Hut 204D at London 
Ai . Among the personalities present ot the inaugural party were 
(left to right) : J. B. Matthews, chief surveyor, A.R.B.; P. C. F. Morgan, 
purchasing manager, B.E.A.; R. C. Morgan, chief project and develop- 
ment engineer, B.E.A.; Leonard A. Morgan, director and ral 
manager, Smiths Aircraft Instruments, Ltd.; and A. Baron, B.E.A., pur- 
chasing superintendent. The various Morgans, incidentally, are unrelated. 


A. = B.E.A., who are putting on 
hts to heavy continental traffic 
which is still continuing. t week of October, for 
example, the Paris and 14 extra 
fares offered on some routes may be one explanation, as may the 
fact that the £25 allowance “year” ends this month; there is also 
ths on the North Atlantic 
route in May are reported to have been chiefly ible for the 
carrier’s 22,000 bookings on this route between and August 


August show a slightly 
in all other published results. Teal” revenue ton-miles, for 
example, are up by 20 per cent to 500,604. 


* * * 
At their recent annual conference, sales of B.O.A.C. 
were told by their chairman, Sir Miles Thomas, that the Corpora- 


tion’s sales activities had produced 20 per cent more revenue this 
year than in 1951. 

An additional order for five Douglas DC-6Bs is announced by 
Pan American World Airways, who had already ordered 40 DC-6Bs 
and three DC-6A cargo versions. The company uses the designa- 
tion Super-6 for both types of aircraft to indicate certain differences 
in performance and construction, incorporated to PanAm’s own 
requirements. Delivery of the entire fleet of 48 Super-6s will be 
completed by mid-1954; 18 have been delivered to date. 

* * * 

Mr. R. ley and Mr. T. De Nett, and navigator 
respectively of the B.O.A.C. Hermes which forced-landed in 
French West “Africa last May, have been notified by the M.C.A. 
that their licences will be restored subject to their me yl ov 9A in 
certain subjects. Soon after the accident (the report of whic 
summarized on page §38-9 of this issue) both men were ay 
by B.O.A.C., and in July their pilot’s licences were s' 
the Ministry—an action which provoked severe criticism b 
Air Line Mr. Frank Beswick, P. 

to a num questions concerning the 

capanies in the House of Commons on Wednesday. 


4 
ba SA . 
aie 
4 a 
ee The British Travel and Holiday Association’s survey of 1951 we 
<a reveals that 4.4 per cent of our population took holidays abroad last ee 
Se year. Of this fraction, 14 per cent travelled by air—or some es 
1§0,000 persons. 
— 
J 
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MESS OF CENTURIES 


The progress of our country — 

summed up by the Right 

Honourable Clem Attlee as 

‘the Mess of Centuries ’—shows 

[| hg \ few more deplorable examples 

of Free Enterprise than the birth of this wretched firm. 

Having devised a power tool some 60°, lighter and smaller 

than anything previous, the Brothers Desoutter found that 

established toolmakers took little interest in it, describing 
it, indeed, as “ an ingenious toy”. 

In a more advanced Society where Officials Know Best 

(vide “The Socialist Case”, bya Mr. Jay curiously enough) 

the matter would no doubt have ended in some 


Ministry of Inventions with a dossier marked : TOOLS 
POWER SMALL DESOUTTER CORRESPONDENCE IN CONNEC- 
TION WITH PASSED TO YOU PASSED TO YOU PASSED TO 
Fired, however, by personal enterprise (and piqued 
by the ‘ingenious toy’ smear) the Brothers Desoutter 
emptied their money boxes, borrowed 3/- from the milk- 
man, extracted 5/- from the gas meter, and set up on 
their own. There follows a sorry tale of tools made and 
sold all over the world in ever increasing numbers and 
(oh! the shame of it) with profit. It is an Inspiring Thought 
— is not it ?—that in the six short years following the war 
that sort of nonsense was being got well under control. 


Desoutter Power Tools Increase Production 


TELEGRAMS DESPNUCO, HYDE, LONDON. 
236 


DESOUTTER BROS. LTD.. THE HYDE, HENDON, LONDON, N.W.9. 


TELEPHONE ; COLINDALE 6346 (5 LINES) 
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control the 
Fuel and Oil 
systems aboard the 


BRITANNIA 


as they do in other 
Bristol Aircraft 
including the 
BRABAZON 
WAYFARER 
FREIGHTER 
BRIGAND 
173 & 
171 


SAUNDERS MULTIWAY 

S.P. COCK. One of the types 

supplied for installation in the 
Bristol Britannia 


SAUNDERS VALVE COMPANY LIMITED 
(Aircraft Division) 
CWMBRAN - MONMOUTHSHIRE 


For generations the homely canary has 
contributed to safety in the mines. In the air 
protection against fire is a more complex prob- 
lem .... and no single organisation has contributed 
so much to its solution as Graviner. Today, 
whilst happily called into use very rarely, 
Graviner systems, by their high degree of relia- 
bility, nevertheless play an important part in 
maintaining crew and passenger confidence. 
Continuous research into new and improved 
methods of fire detection and fire fighting 
ensures that new British aircraft now under 
construction will embody the highest degree of 
protection. 


Safely tit the Ate 
GRAVINER 


Airborne FIRE PROTECTION EQUIPMENT 


THE GRAVINER MANUFACTURING CO. LTD. 
POYLE MILL WORKS, COLNBROOK, BUCKS. Tel: Coinbrook 48 
GRQ 
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POSTSCRIPT to 


Ford verdict that History is Bunk has become such a 

platitude that the time seems ripe for ventilating one or two 

thoughts on histories written about the recent War. 

For instance, Professor M. M. Postan, of Cam 
has written—in rather dull prose—the latest 

the title of British War 
i effort of 


British War Economy. 
It is perhaps because the earlier book gave such a masterly picture of the 


ousl of the cynical sy (1) All wars end in 
m ; (2) the British are masters of m ) thefefore the British 
win wars. Wale iC. F.C. V. Laws toa 


harassed man of Farnborough in 1943. 
ep Postan has crammed his pages with statements, records, 
and figures which, collectively, have not been disclosed before. 
access to archives, several glaring gaps in yig-saw reviously 
disclosed information are filled. . 
fees 


student to read, and (b) it still leaves many pA Mn a 
, allo for the li hick an official record must 


impose, the’ Professor’s book is sadly tax 
“atmosphere.” By way of illustration, let me revive some memories of 
rtinent circumstances that aruse in the autumn of 149. 

It will be recalled that within a few days of the outbreak of war a large 
proportion of the Air Ministry, and especially the Directorate of Aero- 
plane Production, moved to Harrogate. (Incidentally, th: administrative 
staff of the Society of British Aircraft Constructors actuaily moved there 
on the day war was declared; its offices were established at a house called 

This was a really smart move: 

13, ae ‘servants had been up on Harrogate. 
early all Harrogate’s luxury hotels were commandeered overnight. 
quarters were at the Grand. Here, cartoon colonels and hypo- 
‘jac ladies for years been established in the lap of luxury, 
occasionally sipping “the waters.” They were bundled out of their 
oe rooms and packed from the hotel in less than y ewe hours: I remem- 
couldn’t have been worse if Ad had been bombed!” Incidentally, all the 
is and the faded ladies took the last luxury train back to 

their London flats and there calmly faced the enemy threat. 


Confusion Confounded 
In the Grand, ae All carpets and soft furnishings 
were ripped awa Pp y with a policy of “You 
can only work i are and 
lights were unceremoniously flung into improvised stores 
The day before the disaster, there were three gaudily smart assistants 
to the major-domo (1 nearly wrote major-general, for he was a — 
They were sacked forthwith t. the Grand, and 
immediately off offcned employment by the Air Ministry as “messengers. 
in a bath in one of the now vacant suites. The story was that they worked 
in three watches: at any particular time one was on duty, one was out 
drinking, and one was in the bath. 
convey the seri of the confi I can report that one of these 
messengers was told to take a file of pare pers to Colonel Cave-Brown-Cave 
for him to sign. C.-B.-C. glanced at the dossier and began to read thro 
the minutes, only to be interrupted by the rr who informed 
curtly that he was to sign the papers—not read them! 
_ At first, the move to Harrogate actually advanced progress, for the 
j¢ reason that the delays in transit caused a sluice-gate to be dropped 
chain of communication and thus enabled the “in” trays to be 
HF But, correspondingly, when the initial delay was overtaken, 
the paper-work came flooding through and the trays piled higher and 
er. The remedy—to take on temporary Civil Servants as production 
uced a further series of checks in the flow, and the “in” 
trays at the top of the organization again began to empty ; - . until the 
ers themselves started to write minutes and increase the 
to overwhelming dimensions. 
What Lord Beaverbrook really did was to break wu up this vicious circle. 
By ruthless and justifiable methods he dynamit 
¢ on saner lines, and it was Sir Stafford Cripps who 


Sonate me y the order restored after the upheaval of the ant-heap. 
Professor refers to in these stilted and inadequate 
words: “ © predilection of the Minister was administrative methods 
more taneous and a than the established practices of Govern- 
ment ments rat the top was to an extent 
er’s personal advisers drawn from 
business.” Well, I i Foe that is one way of describing Fleet Serect’s 
of Whitehall. refer the picture conjured the follo 
Confronted ed i iali business 


An Official History Prompts Some Less Official Reflections 


By B. J. HURREN 
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ARMAGEDDON 


dressed, according to circumstances, as an air an admiral or a 
ag This stooge was regularly upbraided, abused — fired by The 
er as a means of assuaging the feelings of outraged industrialists. 
apocryphal story at least indicates the sort of atmosphere of M.A.P. 
ly its early days; and I think the time is overdue for a sincere tribute 
to be paid to Lord Beaverbrook for what he actually did as opposed to 
what most people believe he did. 
In the first place, he did not win the Battle of Britain with his aluminium 
ta and-pans scheme ; that was merely a morale-lifting publicity stunt. 
did he really do for the aircraft industry ? Here Professor Postan 
is wildly wide of the truth—as I saw it and now believe it. Beaverbrook 
founded, as opposed to taking over, an entirely new Ministry at a critical 
= in our history. He not only succeeded, but he did so against every 
of official opposition. One recalls the publicity parading of an 
Air Minister earlier in office, his grotesque caperings in crawling into 
ms, his Post ¢ soothing-syrup statements, his fatal remark as 
to the number of aircraft “accruing” to the R.A.F. One remembers that 
the Air Ministry, headed by such a secker of Press notices and backed 
by a capable clever publicity team under C. P. Robertson, of beloved 
memory, were—even so—no true match for the astounding publicity of 
the Silent Service which, by keeping its mouth shut tight, did far more 
the Air Ministry with its pawn | wide open. All this, and an incal- 
amount more, was in the scales against Beaverbrook: but, with 
a wave of his publicity wand, he knocked down those idols of the common 
ple, end, by the vital month of September 1940, everyone not only 
ew of the existence of M.A.P. but om, accepted the fact that M.A.P. 
as priority over every other Ministry. That staggering fact has never 
been appreciated; from it welled the true story of f Beaverbrook’ 8 success. 
That M.A. could, nonchalantly, shove aside even such mighty warriors 
in the Whitehall lists as the Admiralty meant a tremendous boost to 
morale in the aircraft factories and, of incalculable effect, the immediate 
diversion of essential tools and raw materials to those factories. 
en | outside the new Ministry feared Beaverbrook: and, 
bh the point, he was wrong to all men but Tight 
coal inieeen. It was as though men and women who—Americans please 
note—fell asleep at their benches from utter fatigue when Britain stood 
alone and without effective Allies said to themselves: “Damn that Beaver- 
brook—we'll do the impossible just to prove the Daily Express is — 
And the Old Fox of Publicity knew this in his heart, and knew that 
t methods had aroused the entire Civil Service to such a pitch of 
as to make them do extra work just to damn his eyes. 
en, confronted by statistics “proving” that such and such a factory 
could produce only x aircraft, Beaverbrook ridiculed the statisticians; 
what he did was to tear up their arid arithmetical exercises and bring to 
Production the living influence of a willing worker as against a driven 
wageling. It was that spirit—which Beaverbrook provoked rather than 
inspired as Churchill could inspire—that gave more fighters and bombers 
when they were wanted. 

Beaverbrook left in good time: he was sufficiently publicity-conscious 
to know that a stunt is useful only so long as people are interested—and 
jee the game was up he quit, to leave to Lord Brabazon and Sir 

d Cry the clearing up of the mess. When the time comes, his 
be: He fi England : at critical phase he 
awakened the Nation to a sense of industrial wt for Victory in the Air 


Background Ministry 

In an apologia preface Professor Postan declares: ‘The political and 
psychological p hn in which this book was conceived is not the climate 
in which it is now destined to see the light of day." One would expect 
that history should be truth, irrespective of any climate, and the only 
interpretation one can put on his words is that he has, to put it bluntly, 
been security-gagged. Hence, not only is his M.A.P material incomplete, 
but he atmosphere of that background wraith, the 
Ministry of 

I think I ma ry by chance, the only officer in uniform to 
I was on the staff of Sir Ernest Lemon, and he effected quite a number 


asked my help. 
duction—about which I know virtually nothing, although did | wed) for 
certain that there were never enough torpedoes. This gentleman had 
been entrusted with torpedo production, about which he also knew 
nothing, so one can hardly blame him for tackling the only : os in 
Naval uniform in his building. He asked me to vet and agree the figures, 


. If I were to 
contact the Admiralty, I would be told to mind my own . Like- 
wise, M.A.P. If I had increased the figures by, say, § or 10 
then some statistician would have spotted the switch. What 
did to change all figures on 

plus 13.67 per cent and, as far as was how torpedo bene 


-line from which to draw the back- 
industrial picture. 


3 
‘ of things, which will never appear in print, in the advancement of the re 
: way to victory. One day in 1943 2 most distinguished chap, who had 
ci lately governed a formidable outpost of Empire, came to my office and : 
| 
— 
But it would need another book to record all the incredible things 
actually done in war: and Professor Postan’s major effort at least deserves { 
which The Beaver could send on his incomprehensibic inion his praise for its presentation of a base 7 
Majesty Stationery Offs, ria 3as 62 ofthe complex mitary 
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Royal Air Force and 
Naval Aviation News 


Duchess of Kent at Changi 
URING her tour of Malaya, H.R.H. 
the Duchess of Kent paid an informal 
visit to the headquarters of the Far East 
Air Force and Air H.Q. Malaya at Changi, 
Singapore. 

by the A.O.C,-in-C., Air 
Marshal A. Sanderson, the Duchess 
visited the Station School, the Airmen’s 
Families Club and the H.Q. F.E.A.F. 
Officers’ Mess. 

The Duchess’s Malayan itinerary in- 
cluded all the R.A.P. stations and at Tengah 
she was presented with a silver casket by 
the commanding officer of No. 1 Ses 
Squadron, R.A.A.P., W/C. N. T. Quinn, 
D.F.C. No. 1 Squadron, with No, 3 Squad- 
ron of the Royal Australian Air Force, 
have been recently awarded a Queen’s 
Standard for 25 years’ continuous service. 


C.A.S. Presents Minot Trophy 

©. 2 HANGAR at R.A.F. Station 

Marham presented a splendid spec- 

tacle last Wednesday week. From roof to 
floor hung red and blue drapes, whereon 
were displayed the massive es of the 
Marham a. Especially when 
shafts of sunlight slanted through the lofty 
windows the atmosphere was that of 
a chapel of chival 

This remarkable transformation was 
occasioned by the visit of Marshal of the 
R.A.P. Sir John Slessor, the Chief of Air 
Staff, to present the Laurence Minot 
Bombing Trophy to No. 90 Squadron. Sir 
John flew to Marham in a V.1.P. Valetta, 
which was parked with the Devons used by 
other visitors of high rank. 


Having inspected the d of honour 
on the airfield, the C.A.S. entered No. 2 
hangar, accompanied by the C-in-C. 


Bomber Command, Air Chief Marshal 
Sir Hugh P. Lioyd, and G/C, B. A. Casey, 
Station Commander, R.A.P. Marham. The 
guests rose to their feet and the band struck 
up the General Salute. This having been 
honoured, Sir John made his inspection of 
the officers, N.C.O.s and men of 90 Squad- 
ron—quite as distinguished for their 


HONOURING 90 SQUADRON : As related on this poge, the C.A.S. (seen on the left as 
Marhom) recently presented the Laurence Minot Traphy to No. 90 Sqn. On the right, he is seen taking the salute. 


VULCAN—the name of the Roman god of fire—has been chosen by the Air Council for the Avro 698 
delta-wing bomber, to be supplied in considerable quantity to the R.A.F. This is no new name in 


aeronautical usage, having been 


ied to a Vickers transport of the 1920s. Powered with four 


Rolls-Royce Avons, the first prototype Vulcan is seen during recent tests. 


smartness on parade as for their powess on 
the bombing range. 

His inspection concluded, Sir John 
returned to the rostrum and addressed the 
assembly. He stressed the vital necessity 
for bombing accuracy, particularly in these 
days of the atomic weapon; made reference 
to No. 393 Squadron, U.S.A.F.—the 
runners-up in the contest; and remarked 
how good it was to have the Americans in 
Britain with us to keep us on our toes. New 
Valiant and Vulcan—would 

coming along, he said, “before very 
ian tae and with these Bomber Command 
would be “a superlative weapon.’ 

The C.A.S, made brief reference to “a 
certain amount of argument”’ concerning 
the handicapping procedure for the Minot 
Trophy contest (a matter which, we believe, 
is to be reviewed before next year). 

S/L. W. R. Sloane (O.C. No. 90 Squad- 
ron) having come forward to receive the 
Trophy and Sir John’s congratulations, the 
squadron marched past and made their 
exit from the hangar in Royal Tournament 
style. The guests then rose and, having 
passed by groups of Washingtons glinti 
in the morning sun, filed into the officers 
mess, where they drank continued success 
to the victorious sq 


Goodwill Mission 
| honour of the R.A.F, goodwill mission 
to Latin America a reception was held 
by the Hispanic and Luso-Brazilian 
Councils at Canning House, London, on 
October 15th. 
The guests, who were received by Vis- 
count and Viscountess Davidson, i 
among a brilliant rs adden all the Latin 
American ambassadors chargés 
d'affaires, together with and Lady 


Marchioness of Reading, Air Chief Marshal 
Sir Ralph Cochrane and Lady Cochrane, 
and Air Chief Marshal Sir Hugh P. Lloyd 
and Lady Lloyd. 


Binbrook. the flight is A.V-M. 
Do Boyles AO. . No, 1 Group. 


Flying-boat Awards 

HE London Gazette has announced 

a number of awards for R.A.F. opera- 
tions in Korea the period 
January 1st to June 30th, 1952:— 

DISTINGUISHED FLYING CROSS 

F/L. J. R. Douche. F/L. Douche has 
flown $5 operational sorties over Korean 
waters, involving 766 hours, many of them 
in extremely adverse weather. In addition, 
he has flown V.1.Ps and military freight of 
the United Nations’ Forces in Korea. 
his persistent and meticulous work, he has 


esteem in which the R.A.F. is held 
at Iwakuni. 
F/L. L. J. Day. F/L. Day has flown 


36 sorties over orean waters, involving 
376 hours, many of them in adverse con- 
ditions. He has shown outstanding per- 
severance in his work, particularly in 
carrying out night reconnaissances in the 
face of extremely bad weather. 

F/L. R. S. Brand. F/L. Brand has 
carried out §1 operational missions over 
Korean waters, involving 711 hours, many 
in the face of most adverse weather. In 
addition, he has flown many transport 
flights and carried both V.I.Ps and freight 
in support of the forces in Korea. He 
had the distinction of making the first 


“Plight’’ photographs 


= FLIGHT 

AM The mission began last Monday, when ie 
é four Canberras and two Hastings left 
4 

ag 

; 

| 
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Operational fii by any R.A.F. aircraft 
DISTINGUISHED FLYING MEDAL 

Sgt. D. G. Kinch. Sgt. Kinch has cap- 
tained a Sunderland aircraft since May, 
19$1, and has flown a total of 48 sorties in 
the Korean theatre of operations involving 
448 hours. De<pite his youth, his crew 
have displayed excellent discipline and an 
unshakeable confidence in him as captain. 


Pilot to Command Carrier 


At™ OST thirteen years ago, a young 
Naval pilot catapulted from the cruiser 
Ajax in his Sea Fox seaplane during the 
action ket battleship” 
Admiral Graf S; Although suffering 
from severe gun- st from nearby turrets 
while standing by his aircraft waiting to be 
“shot off,” he successfully spotted and 
reported the fall of shot. For his gallantry 
he was later awarded the D.S.C. 

This month, that pilot will take command 
of H.M.S. Perseus, the maintenance carrier 
in which the steam-operated catapult 
capable of launching the most m 
aircraft was demonstrated in 

the United States earlier this year. He is 
Capt. E. D. Lewin, D.S.O., D.S.C. and 
Bar, R.N., who entered the Royal Navy in 
May, 1926, as a Lge orgs cadet and 
commenced ilot in 1935. 

He was awarded the | .S.O. for “courage 
and resolution in Mediterranean waters” 
while in command of a fighter squadron in 
the famous Ark Reyal in 1941 and the 
following year specialised in fighter direc- 
tion, while serving as chief instructor at 
a Naval fighter schoo 


R.O.C./R.A.F. Collaboration 
first instance ‘n which Women 


room occurred during Exercise Ardent. In 
addition to performing over 20 hours’ duty 

Phase I of the exercise, three 
Women Observers of No. 24 Group 
(Gloucester) R.O.C. volunteered for extra 
duty at an R.A.F. . room to assist in 
handling the incoming R.O.C. information. 
The three girls—Chief W/Obs. G. James, 


signifying the air cover 
vided for the army. The motto 
is ““We will conquer.” 


= ters with little difficulty. 
aving completed 17 hours’ 
duty with the R.A.F., they 
returned to their R.O.C. 
. room and finished a 
period of duty until 
the end of the exercise with their normal 
R.O.C. crews. 


Naval Aviation Conference 

VER 200 officers and Government 

Officials attended the naval aviation 
conference held at Lee-on-Solent, —— 
last week. In addition to Mr. J. P. L. 
Thomas, the First Lord of the Admiralty, 
and other members of the Board of 
Admiralty, there were representatives of 
Naval aviation, the Air Force, the 
Dominion Navies and Navies of all the 
NATO powers. 


H.M.S. “Formidable” 
FROLLoOWme the decision to scrap the 
carrier H.M.S. Formidable, it is an- 
nounced that her ensign has been laid up 
next to that of another carrier, H.M.S. 
Speaker, in St. Margaret’s Church, West- 
minster. Beneath the ensign is the ship's 
badge and a plaque with the inscriptic n: 
“HLM.S. Fi le, Fleet Aircraft Carrier. 


SIGNALLY HONOURED was this Auster floatplane, in having as its pilot on the first test flight 

the Chief of Staff, R.N.Z.A.F., Air Vice-Marshal D. V. Carnegie, C.B., A.F.C., who kept it airborne 

for 35 min. Prior to take-off the A.V-M. wos briefed by FL. V. Hjorring, O.C. Technical Wing at 

Hobsonville. He had given as his reason for desiring to test the Auster the fact that he had been 
@ seaplane test pilot for the R.A.F. over a period of five years. 


Commissioned at Belfast, October 30th, 
1940. Served in Operations Matapan 1941, 
Crete 1941, North Africa 1942-3, Salerno 
1943, Okinawa 1945.” 


H.M.S. “Glory” to Korea Again 
T= ae fleet carrier Glory (Captain 

T. A. K. Maunsell, R.N.), has left Malta 
for Far Eastern waters for a third tour of 
duty in the Korean war zone. She will 
relieve H.M.S. Ocean ong CL. 
Evans, D.S.O., D.S.C, 

The Glory completed a six months 
period of duty im Korean waters in 
October, 1951, and a three months period 
in May this year. Her last air group set up 
a record for the number of operational 
sorties flown against the enemy, since 
beaten by the pilots of H.M.S. Ocean. 

The Ocean will re-join the Mediter- 
ranean Fleet, and until her return in 
December, H.M.S. Theseus, from the 
Home Station, will temporarily relieve 
the Glory there. 


Carrier to Visit Portugal 
HE ficet aircraft carrier Implacabie, of 
the Home Fleet Training Squadron, is 
gr a five-day visit to Lisbon. 
Implacable, commanded by 
Capt. na 1. Robertshaw, C.B.E., R.N., is 
wearing the ng the Flag Officer Train- 
ing Squadron (Rear-Admiral J. F. Stevens, 
.B., C.B.E.,), and has on board some 
aviation cadets and Upper Yardmen (Air) 
and more than 600 ratings under training, 
in addition to her ship’s company. 


Hastings Transport to Race 
HE New Zealand Minister of Defence, 
Mr. Thomas MacDonald, has said that 
an R.N.Z.A.F. Hastings will compete in 
the Britain—New Zealand race next year. 


Technical Cadets’ Pay 


CHNICAL cadcts selected for Uni- 
versity training are to receive more pay. 
Cadets are commissioned as Act. P/Os on 
mee on entry to a University and 
itherto the rate of pay has been 12s. per 
day. This has now oo increased to 14. 
per day during the second year and to 
178 6d for the third year; the training lasts 
four-and-a-half years 
University ondents will be confirmed 
in their rank in their third year, instead of 
on graduation, but their ultimate seniority 
will be re-assessed after graduation and 
ante-dated pF Sof whens 21 months according to 
the class of 


t 
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shal Sir Robert Foster, A.O.C.- 
sented No. 2 Group H.Q. with 

depicts an eagle over a hel 
Observers of the Royal Observer Corps 4 5 
have shared duties in an R.A.F. operations a . 
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$48 


THE INDUSTRY 


An English Electric 


OM the lish Electric Co., Led., the announcement 
that Mr. J. Adderley, M.B.E., BA., WAFRACS., has joined 
the technical sales side of the company’s aircraft division. Mr. 
Addericy took a First-class Honours [ at Cambridge, and 
joined the R.A.P. in 1941. He served in the Ministry of Aircraft 
Production his work there being concerned with the developm< nt 
of the gas turbine. For the last four years he has been in the 
employment of A. V. Roe (Canada), Ltd., as their technical 
representative in England 


All About Dunlops 


EACH year the Dunlop Aviation Eqapment Manual grows 
fatter and glossier, and the new edition—of 140 pages illus- 
trated in a dozen funct.onal colours—is no exception to the rule 
It covers, in the greatest detail, tyres, wheels, brakes, braking 
control systems, pneumatics, flexible piping, screen-wipers, 
armament controls, de-icing systems and various rubber acces- 
sories. A large cut-away drawing shows the location of such 
components in a modern jet fighter, and a world map indicates the 
location of Dunlop factories and distributors. 

The manual is published by the aviation division of the Dunlop 
Rubber Co., Ltd., at Foleshill, Coventry. 


Printed Circuitry 


HE amount of interest shown in our description of the 

Saunders-~Roe Technograph Foil Strain Gauge (Flight, Septem- 
ber roth) is evidence of a general lack of knowledge of printed 
electrical circuits—upon which process the gauge was based. We 
have received a booklet from Technograph Printed Circuits, Ltd., 
of 32, Shaftesbury Avenue, London, W.1, which is described as 
“an explanatory memorandum of the processes, uses, and applica- 
tions’’ of the Technograph system. Aker reading it one is inclined 
to wonder whether there is any job, now done by a collection of 
wires, which a printed circuit cannot do better. 


Blended Lighting 


employing both mercury 


A RANGE of blended lighting units 
discharge and filament lamps has been designed by Holo- 
phane, Ltd., for aircraft 
where high standards of illumination, good colour quality and 


rs and certain industrial installations 


economy in operation are particularly desirable. 

By embodying the mercury and filament light sources in one 
——— unit, it is claimed, not only has a colour — 
roaching daylight been obtained, but disconcerting two-colour 

adows have been largely eliminated. The individual light 
distributions of the mercury and filament reflectors are carefully 
matched, this factor being important in obtaining good colour 
uniformity in the blended light. 

The head offices of “4°. Ltd., are at Elverton Street, 
Vincent Square, London, S. 


For Tube-bending 
HOWN in the heading photograph is the “Staffa” bending 
attachment for tubes, produced by Chamber- 
lain Industries, Ltd., of ‘a Works, ‘on, London, E.10, 
and utilizing the “ratchet bending” employed in other 
manipulating machines made by © complement 
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The new “‘Staffa"’ bending machine and its hydraulic pump. 


the machined centre former, a concave-section back former is 

——— , fitting inside the overlapping of the centre former, 

held in position by the bending-arm roller. 

It is stated that bends of up to 180 deg can be obtained on 
16 to 19 s.w.g. tubes of rin to 2}in outside diameter, and power 
is supplied by either the firm’s ““Hydroram” unit or their two-stage 
pump unit. 

Chamberlain Industries also include among 
bending machines the ““Tubemaster”’ hydraulic for 
of smaller outside diameter. 


For Coronation Year 

officially ed rendering of the $ 

d by the Counci of Industrial Design. 

Lrd. (of High ood Green, London, N.22), makers of 
“Trapinex”’ paint oy In addition, the more elaborate 
traditional Royal Arms have been reproduced in these transfers in 
twelve colours. Various sizes are available. 


Diaries For 1953 


Te 1953 editions of well-known diaries published ann by 
lliffe journals are now available, and once again the nA 

selected reference material contained in these little ae will 
provide their owners with all the information they ma’ 
concerning their particular interests or hobbies. Bach’ of thaee these 
diaries is obtainable from booksellers and stationers, or, by post 
(24d), from Iliffe and Sons, Ltd., Dorset House, Stamford Street, 
London, S.E.1, and included among them are :-— 

“ Amateur Photographer” Diary. Fifty-seven pages of reference 
material, jin by 2}in. Morocco, 6s 14d; Rexine, 4s 7d. 

“The Autocar” Motorist’s Di Sixty-four reference pages, 
4}in by 3hin. Morocco, 6s 13d; Rexine, 4s 7d. 

“The Motor page Diary. Eighty reference pages, 4}in by 
3}in. Morocco, 6s Tes Rexine, 4s 7d. 

“Wireless World” Diary. Eighty reference pages, 44in by 3}in. 
Morocco, 6s 14d; Rexine, 4s 7d. 

“Yachting World’’ Diary. Fifty-two reference pages, sjin by 
3}in. Morocco, 9s 2d; Rexine, 7s 4d. 


25. S.LA.E.: Film Show. 

2B. Aircrafe & nition Society (Plymouth Branch) 
1952-3 Lecture Meeting and Recognition Contest 

30, R.Ae.S. Section Lecture ee ature Control for Pressure- 

by Dr. Seitl, B.Se.(Eng.), A.C.G.1., 

Mech.E., FR Aes 
R.Ae.S, Graduates’ Students’ Section: informal Reception 
and Dance 

. R.AeS. Graduates’ and Students’ Section: ‘Liquid Fuel Rocket 
Motors’'—Three Papers, by 8. R. Diplock, B.Sc., Grad. |, Mech. 
Grad. R.Ae.S., O. L. Lofts, Grad, R.Ae.S., and R. A. Grimston, 
Grad. |. Mech.E.. Grad, R.AeS 

Helicopter Association: “Operational of the Heli- 
copter,’ by P. G. Masefield, M. ry (ene. ), 

British Interplanetary Society: “Evolution of Life in che 
Universe,’’ by Prof. 1. DO. Bernal, 

. Insticute of Transport: Anniversary Luncheon. 

. RAeS.: First R. K. Pierson Memorial Lecture: “Rex Pierson— 
a Appreciation and the Lessons of his Work,” by Sir A. H. Roy 
Fedden, D.Sc., M.1.Mech.£., F.R.S.A., M.S.ALE., 
(Lecture at Weybridge.) 

R.Ae.S. Graduates’ and Students’ Section: introduction to 
Helicopters,”’ by J. Sibley, 6.Sc., Grad, R.AeS. 

. Royal United Service Institution: “The ‘Bismarck’ Operation 

of German Records,"’ by Cdr. R. F. Jessel, 


L. €. Leavy, and C, J, Saunder 


Second 


cabin Jet Aircraft,’ 


FORTHCOMING 


Institute of ion: “The Vertical Reference in Naviga- 
by . Fox and D. Barnett. 

25. Society of Technology: Symposium on ‘‘Control 
Papers by A. R. Aikman, B.Sc., H. R. Walton, B.Sc., 
and B. W. Balls, AM.L.Chem.£. 

. RAe and Aircraft Research,"’ by Col. H. T. 

29. S.LA.E.: “The Bristol Proteus Turbine,” by D. 
R.Ae.S. Graduates’ and Students’ Section 
Design,” by J. C. *Gibbings, 

ra 
. Royal United Service institution: “The Air 
Chief Marshal Sir Robert Seundby, K.BE. 


. R.Ae.S. Section Lecture: “Air Traffic Controt Today and To- 
morrow, by Cape. v. AM. Hune, AF.RAeS 

q of Flight ‘Loads by Ground 
Tests,” Srensan, B.Sc., and R. 

. British interplanetary Society: “Guidance and Control-of Mis- 
sites,” by J, Humphries, B.Sc.(Eng.), A.M.1.Mech.E., A.F.R.Ae.S. 

. R. Ae.S. Graduates’ and Scudents’ Section: introduction to 
Aircraft Vibration,” by D. J. Mead, D.C.Ae., Grad. R.Ae.S. 

. R.Ae.S.: Full-day Discussion on * —— 

. Institute of Transport: Brancker Memorial “The 
Influence of Military Aviation Civil Air 
Sir Frederick Handley Page, C.B.E. 
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FOREMOST 


METAL 


40 MERCHANTS TO THE 
AIRCRAFT INDUSTRY 


BUYERS OF ALL GRADES OF FERROUS 
AND NON-FERROUS METALS—ALSO OF 
ALL KINDS OF REDUNDANT STOCKS 


COLEY METALS LTD. 
INCORPORATING 
IN THE SOUTH @ R. J. COLEY & SON (HOUNSLOW) LTD.. JUBILEE WORKS, 
CHAPEL ROAD, HOUNSLOW, M 
IN THE NORTH @ R. J. COLEY & SON (NORTHERN) LTD., PARK WORKS, 
KING STREET, DUKINFIELD, CHESHIRE 


Courses include training fer: 


AF.B.Ae.S, M.C.A. Aircraft Maintenance 
A.R.B. Aircraft Engineers’ Licences ; General courses in 
Engineering ; PME Cortibeate, se courses ef 


POST NOW. 


Engineering 


associated with 43 Grove Park Ad., Chiswick, Lendon, W.4 
Name 
Addrese 


DEVELOPMENT 
OF THE GUIDED MISSILE 


This book by Kenneth W. Gatland presents the main information 
now available on the development of guided weapons in Britain, | 
U.S.A., Germany, U.S.S.R. and elsewhere, and outlines their 
present and future possibilities. Guided missiles as i 
of research and as vehicles of interplanetary travel are also 
considered. An appendix shows the characteristics of 90 
eal important powered missiles known to have 
been designed or constructed. 


10s. 6d. net. By post 10s. 11d. 
Published for FLicHT 


Obtainable at all booksellers or direct from: 
DORSET HOUSE, STAMFORD ST.. LONDON §&.E.1. 


associates 


Have you got 


the right connections? 


Even the best-designed fuel-run can hold up 

refuelling operations if the method of connect- 

ing one pipe to another causes restrictions. 

The F. R. Pipe Connector, although designed 

specifically for pressure-refuelling systems, has 

proved itself the ideal connector for use in 
fuel systems generally. 


% Note the following advantages of the 


F.R. PIPE CONNECTOR 


FLIGHT REFUELLING LTD 
ENGLAND 


if you are having trouble with your connections, write to us 


FLIGHT REFUELLING LIMITED 
Tarrant Rushton Airfield - Blandford - England. Tel.: Blandford 501 


Wind-Tunnel 
Technique 


By R. C. PANKHURST, D.1.c., A.R.C.S., Ph.D., 

A.F.R.Ae.S., and D. W. HOLDER, A.C.G.L, 

B.Sc., A.F.R.Ac.S.; both of the Aerodynamics 
Division of the National Physical Laboratory. 


This new book has been widely acclaimed as the 
first comprehensive account of the experimental 
methods in low- and high-speed wind-tunnels. 
Written primarily for graduates entering the field 
of experimental aerodynamics, it is also of value 
as a reference book for research workers and 
model-testing personnel of aircraft firms. With 
useful data and bibliographies, 16 plates and 372 
other illustrations. 700 pages. 57/6 net. 


From booksellers. Published by 


Pitman 
Parker Street . Kingsway . London, W.C.2 
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A degree of flexibility both axially 
No special pipe end fittings. Large range of sizes trom 4° 
Pressure refuelling equipment Be 
| 

which details the wide 
Postal Callage which part of « world-wide Industrie! : 
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EMI Institutes Please send. without obligation the FREE book 
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CLASSIFIED ADVERTISEMENTS 


Advertisement Rates. per line, minimum 4/-, av 
Contracts, Patents, Legal Temiers 5/- per 
Each paragraph ts charged se address must be 


aod should be VL Classified Dept., Dorset House, Stamford 8 
and Postal Orders and cheques sent in payment for advertisements should be made payable to Iiffe & Sons, Ltd., 


and cromed & Co. 
AIRCRAFT ENGINEER poabers om an fe are allowed a discount of 5%, for 13, 10%, for 26 and 15% for 


Trade Advertisers columns 

52 consecutive , — Full partieulars will be sent on application. 

Bor Yor the conventence of private advertisers Box Number facilities are available at an additional 

charge for 2 words plus 1/- extra to y the cost of registration and postage, which must be added to the 
PRESS DAY — Classified advertisement edvertinement charge, Replies should be addressed to “Box 0000, c/o Flight,” Dorset House, Stamford Street, 

andon, 

“ copy"’ should reach Head Office by The Publishers retain the right to refuse or withdraw advertisements at their discretion and do not accept Mabitiey 
FIRST POST THURSDAY for publication for delay in publication or for clerical or printer's errors although every care is taken to avoid mistakes. 


Situations . The engagement of persons answering these advertisements must be made through the local 
in the following week's issue subject to office of the Ministry of Labour and National Service ete.. if the applicant is a man aged 18-64 or a woman 
fi "se aged 14-50 inclusive, unless he or she or the employer is excepted from the provisions of The Notification of 

space being available. Vacancies Order 1952 


| FLYING EQUIPMENT 


ROLLASON’ 
FT FLYING 


wes are prepared to dispose of our entire stock of aero- ‘ i GAU NTLETS 
ke order ak 
pure 
or 


taxation as it is to 


MOTHS 
UR “export” TIGER MOTHS. fitted with newly over- 
hauled engines, new tyres, new fabric on fuselare and 
tail anit, and painted and lettered to customers’ require- 
ments, cannot be reduced in price, but we have in stock 
four very sound Tigers with new or long-term Certificates 


Several aircraft available of Airworthiness, wh ae h we are prepared to sell at prices 
1G 
with low hours since new £250/£375 Ministry 


of Civil Aviation and used for commercial pilots’ examina 


tiens One is full night end blind-flying equip- Send 3d. in 
inc muly parachute flares. 
Delivery from stock assured to £595 Avrockat New Certific ate of Airworthiness omnes ie 
by Warden Aviation who le 
al) those famous planes gue. 
overseas buyers and speediest Sopwith, all love so much ty Terms to 
. aviation meetings is Autocrat is in quite utifu Flying Clubs. 
sible despatch. 
pas P PROCTOR V. We paid £800 for this plane some Trade 
weeks ago and have spent a bit on it since, so Supplied. 


A.R.B. Released Sheine and airframe since new: long-term certitcare OD. LEWIS LTD. (Dept. F) 
Leather ing Manufacturers for Home or Export 


Airworthiness; dual controls; Ekoo 4-channel VHF 


prepared for overseas mt, who was obliged 
Mainplanes, Ailerons, Rudders, to cancel owing im ot restriction.” 124 GT. PORTLAND 8T., LONDON, W.1 


Elevators, Undercarriages £4 end | 4314. Aviakit, Wi 
pure «i 


Axles, Compression Legs, En MOTH aR. Certified Apri}, 1953, 
P gs. £300 Fitted dual controls and directi 


gine Frames, Cowlings, Cabies, wollove to 


MINORS | istence. A ai tration. i 
£6 FAIRCHILD ARGUS with new Certificate of 


Airworthiness by Lancashire Aircraft Corpora. 
C.F. Quotations given by | | can | HYDRAULIC TEST GEAR 
nate since complete overhaul. Fitted starter, lights, De P H draulic Test Sets 
return on request. PIPER SUPER CRUISER. Available for ster- misson 
XXX new 12 mon a -| | for retraction test. Working 
: ressure to 4,000 lbs. for 
W. A. ROLLASON LTD. at ren | | delivery ox-stock. 
nicest, 
CROYDON AIRPORT, SURREY | Electric or petrol engine 
CROydon 5151/4 iD prime mover. 
Cables: ROLLAIR, CROYDON 


MESSENGER 
QUEEN MAJOR 
. SHACKLETON LTD., 175 
CAMBERLEY, SURREY 
TD. Camberley 1600 


EROSERVICES (LONDON) 


obably the best Auster Mk. I 
Pius “D") for immediate delivery. First takes 
it away with ©. of A 
wR EPHONE CABLE 
#6 HERTFORD STREET, PARK LANE, 
TONDO iN. W 
Grosvenor 8383. 


Aeropedt: FLYING TRAINING 


HIGHEST MODERN STANDARDS 
WITH THE MYERS CLAMP 


Myers Riveting Clamp is designed for ROCTOR V, This week we are able to offer a Proctor V 
speedier and simpler operation in aircraft in excellent condition with very low airframe and 

construction g rapid and completely | hours, The C. of A. is 

are ‘¢ that any interes uyer who sees roraft 

accurate location and attachment of metal parts | ili ‘not hestitate to purchase, The aircraft can be seen TIGER MOTH & AUSTER £3 per hour 

to each other or to other members. Lasts longer, | &t_ Croydon and full details will be given on application NIGHT FLYING £4 hou 
not scratch metal surfaces. No We have. Dakotas to Teer 
t ‘om 

no pliers. A re-cond g service is avail R = ae {Contract Rates on Application 


Sizes: Diameser 9/32" to 5/16". Gripping capacity K Ministry of Civil Aviation Approval 
pis. Ltd., 28, Bury Street, London, MARSHALL FLYING SERVICES LTD. 


ROBBRT STREET, ADELPHI, LONDON, W.c.2 CAMBRIDGE 56291 
1927 Sele Airport. Croydon T7444. 


20 
| 
| 
Mk. VIII, shown be- 
Post 6d. Spare lens, 
tinted or clear, Grade 
1, 7/6; Grade 2, 3/11 
ra ado, London 
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W. 
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speed a 
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AIRCRAFT FOR SALE 


Beseater Dakota 
2 -seater Dakota—both free to export. 
Dakotas with restrictions. 
NE 12-seater Anson. 
NE Whitney Straight. 


TLL. particulars from Li 
Airport, Speke Tel.: Garston 4041/2. 
£32 TIG MOTE. C.A. to 35 1963. 870 hrs. total, 
since C.A. Box 2360. 
Ma GEMINI: airframe and engine hours 500 since 
new: 12 months ©. of A.: Interior grey ye Full 
equipment. Immediate delivery. Offers. — lo: 
Services, Ltd.. Blackpool! Airport 


AIRCRAFT SERVICING 
ROOKLANDS AVIATION. LTD.. Brooklands Aero- 
‘bridge. C. of A. overhauls, modifications 
conversions, Tel 
RACK detection by Magna Prax. of 
Compliance cores aircraft parts. Prompt 


na 
AND 8 AIRCRAFT Blac kbushe Airport, Camberley 
1600 (Extn. 307). 0310 
. H. light aircraft magnetos per retarn. 
—€, Hoasie, Ltd., Sandgate High Folkestone 


Aviat Ltd. rvice. 


lands 
Sywell Aerodrome, Moulton 


AIRGRAFT ACCESSORIES AND ENGINES 
HEETAH NGINES 


COMPLETELY OVERHAU! LED BY THE MAKERS. 
Released to A.R.B 
MK IX, £3235 EACH 


ME_X, £345 BACH. 
Full range of 
TIGER MOTH +> GIPSY MAJOR PARTS 


released a mpetitive prices. 
A™ * AND RADING L™ 
gars AIRPORT, BLACKPOOL. 
lephone: Blackpool 43061. (8806 


A DRAKE AND CO. Ground and aircraft 

e Electronic component specialists. We can supply 
ex-stock guaranteed Government surplus material. e. 5. 
t. 


as new; y. W. plugs and sockets, brand new; 
quantity 6AA series instrument spares, brand new. List 
in ftice 


0" 
warehouse, 54a, Maple Street, W.1 (1 m 
Head Office, 75, Osidge Lane. N.14 10), (8805 


AIRCRAFT ACCESSORIES AND ENGINES WANTED 


RCRA spar ranted. An: ty 
/10, also aero mag. 

Rotece Everton. (8807 

AIRCRAFT FOR HIRE 

4 seats, short time or 

period. London. Box 3! (0808 
CARAVANS 


A CARAVAN ARISTOCRAT. 


Y*e haps a tleman in the real sense. You must 
know be has U.K.'s largest ey of ‘vans, with 


Place), W.1. Tel.: ‘Two minutes from 
Tottenham Court Road Tube Station Open till @ p.m. 
seven days a week. Bath Road, Types, 
5/6. Always open. Easy to reac 
ow Hammersmith Branc 
Bridge Road. W.6 (one minute Hammersmith 


tatesman,”” £1,065. Other Berkeleys from 
New Gilder 4-berth de luxe, £390/10/-, and 


2-berth, Safari, £68. Towing. hase. — 
Garages. Ltd., Biggleswade. 


cLuss 
EDHILL FLYING CLUB, Redhill Aerodrome, Surrey, 
R AERO Cl Broxt« urne 
> 
‘con Essex. M.C. %-hour 


toned.—-Pisher's Service Out! 
lington 8t., Woolwich. Tel. Woolwich 
CONSULTANTS 
. SUTTON (CONSULTANTS). Ltd., 7, 


COMMANDER R Eas’ 
House, 109, Jermyn St.. London. $.W.1. White. 


hall 
t. tain Technical and 
contact. — Dunphy, Consulting 
Air Engineer, Montreal Airport. ‘iontreal. Canada. (540A 


(0884 
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AEROCONTACTS 


LIMITED 


have been granted the exclusive 
British Commonwealth sale 


rights on the 10 ex-Argentine 
BRISTOL 170 Mk. I 
FREIGHTERS 


Complete with the aircraft 
are sufficient spares for the 
operation of the aircraft for 
five years. 
* 
FOR SALE AS A FLEET— 
OR PIECEMEAL 
* 
Full details on request— 
Principals only 


Quotations available for the 
modification of the aircraft 
to the Mark 21 standard 


LONG AND SHORT-NOSED 
VIKINGS 
ALSO AVAILABLE 


Particulars on request 


GATWICK AIRPORT. HORLEY. SURREY 


TELEPHONE. CABLES AEROCON HORLEY 


PACKING AND SHIPPING 
AND J. 1434, Fenchurch St. B.C. 
« Tel.: Manston House 3083. Offictal packers and shi 
pers to the aircraft industry (ool2 


Lisbon, Casablanca, Dakar, Recife and Rio-deJaneiro 


Application No. 68. For a U.K. internal service with DH.89 
and Dakota aircraft for the carriage of passe 
supplementary freight and mail between Liver 
(Speke) and Isle of Man (Ronaldsway) at a frequency of 
fre me service on Saturdays to two services dail 
during the period from April lst. 1963 to March 31 rd 

Application No. @. For a U.K. internal service with DH.89 
and Dakota ajrc vats for the carriage of passengers, sup- 
plementary freight and mail hetween Isle Cs Man 
(Ronaidsway) and Glasgow (Renfrew) at a fr ncy of 
from one service to four servic ~ during 
the period April ist, 1963 to March 

7 From Airwork. Ltd of “is. Chester- 

field Street, London, W.1, for a normal s heduled service 
initially with Hermes aircraft for the carriage of passen- 
ers and supplementary freight between London Black- 
ushe) and Kietate (Lebanon) at a frequency of from one 
to two services weekly tor a seven-year period from date 


val 
Aviation, Ltd., of Clarges Street, Lon- 
Ww 


Application No. 71. for a Colonial coach service initially 
with York and Dakota aircraft for the carriage of pas- 
sengers and supplementary freight between London 
(Blackbushe) and Salisbury (Belvedere) with intermedi- 

ate traffic stops at Malta and Entebbe at a frequency of 
from one to three services weekly duri the period 
from November Ist. 1962 to October Sist. 1 
Application No, 72. For a Colonial coach eorvine initiall 
with York aircraft for the curriage of passengers son 
freight between Londc« ‘ples aekbushe) 
and Accra ( Jold Coast) = intermediate traffic stops 
at Kano ana "Lage 108 at a frequency of from one to three 
services weekly during the period from November ist, 
1962 to October Uist, 1962 
apt ation No. 73 from island Air Services Gonder), 
td., of London Alrport, Feltham, Middlesex, for a U 
internal service with DH.80A and 
the carrtage of passengers supplom entary freight and 
mail between Land's End (St. Just) and Scilly Isles (St. 
Mary's) at « frequency of from three to 30 services daily 
for seven years from te of approval 
ROM Murray Chown Aviation, Ltd. of Staverton 
r 


r 
ae ation No. 74. For a normal scheduled service with 
H and 


n 
and Paris (Le Bourget) with an intermediate traffi 
at vices weekly at @ frequency of from seven to it 
ve wee the period from April 3rd, 
pril 
No ForaU x internal service with 
atroraft for the carriage 
freight and mai! detween Land's Bod (St. Just) and 
y Isles (St. Mary's) at « frequency of services 
ly, increasing during the summer months. during 
period from April lst, 1963 to March Jist, 1963. 
No. 76 from Silver City Airways, Ltd, of 
Great Cumberland Place. London. W | carriage 
Passengers other than vehicle passeng a> 
pigmentary freight for the period up to December 
%61 on their vehicle ferry service at presen 
wie Bristol Freighter aircraft between and 
“tale Aviation, Ltd.. of 2, Clarges Street, Lon- 
Lic No. juled service initi- 


‘or @ normal ached 
ly with Dakota airc raft for the carriage of 


for a Colonial coach service initially 
ith York and Dakota aircraft for the carriage of pas- 
sengers and = lementary freight between London 


Application No. “1, For normal scheduled seasonal 
service initially with Dakota aircraft for the carriage of 
su, mtary freight and mail 
irmingham (£! méon) and Nice (Le Var) at a frequenc 
two services weekly during the period from May ist. 
1963 to April 30th, 1963. 
Applic at ion No %. For a Colonial coach service initially 
a ork and Dakota aircraft for the carriage of 
and supplementary freight London 
k and Nicosia with an intermedia! 
traffic stop at Malta, at a frequency of i one to three 
weekly period from November Ist. 


982, to October 31 


Application No. 8 From Don Everall (Aviation) Ltd. 
Elmdon Airport, Birmingham, for 4 U.K. internal 
service with DH.89 aircraft for the carriage of 
. Supplementary freight and mai! between Sw 
Fairwood Common) Barnstaple (Chivenor), at 


0. 
‘umberland Place, London, W.1, for « Colonial Coach 
Service. initially with York aircraft, for the carriage of 
passengers and supplementary freight between London 
(Stansted) and Nicosia (Cyprus), with an intermediate 
traffic stop at frequency of Som one to 
seven services wee! the from Fe 
lst, 1963, to January 3is 
Application No. 64 From Hunting Air 


: 
: Air Transport Advisory Council give notice that 
have received the undermentioned applications 
te scheduled air services 
rt A PLICATION No. 67 from British Oversees Airways 
; | Corporation of Airways House, Brentford. Middlesex 
i for a normal scheduled service with Argonaut and 
‘ Comet II aircraft for the carriage of passengers. supple- : 
mentary freight and mall between London Atrport and 
Sac Pau) Brazi!) with intermediate traffic sto’ it 
at a frequency Of one service weekly during the period 
4 from September 3, 1952 to September 2. 1982. 
| Starwa of Speke Airport, Liverpoo! 
an 
C 
| 
: 
| 
J 
4 : 
@ faulty one, free fares a 
and nearly free delivery to those far away, etc. The 
best N.C.C. approved makes and one or two even better ; 
Good h.p. terms too and the help of the only Caravan 
Residents Association to get and keep you a site, and ; 
a full-time site finder. So why not let him stand you ; 
1 tb. of free brochures and advice articles. Write to ; 
Dept. F. Taplow, please! Nearly all queries answered by 4 4 Piney 
himself —A. S Jenkinson. Ltd r equal selection 
st ser 
952 
AD] 
rad from Liverpool Street, or Green Line 
Coach 715. Tel.: Hoddesdon 2453, 2421, 9706. [0239 and supplementary freight between London ( Black- 
ushe) and Dar-es-Selaam, with intermediate traffic 
CLOTHING = stops at Malta. Wadi Halfa, Khartoum, Juba and 
ata fl { week fur pert 
.F. and R.N. officers’ uniforms purchased; large 
AF. ont of LAF officers’ kits for sale. new and Ga 
ENOCONTACTS 
| Service with Viking aircraft for the carriage of passen- y 
and freight between London (Bov- 
: ingdon) and Nairobi. with intermediate traffic stops at 
(Continued on page 22) 4 
A 


LTD. 


HUCCLECOTE - GLOUCESTER 


The following VACANCIES 
exist on progressive projects 
of advanced interest :— 

STRESSMEN 

Senior and intermediate 
WEIGHTSMEN 

Senior and Junior 
DRAUGHTSMEN 

Structural and Electrical 


Previous aircraft experience 
an advantage but not essential 


Prospects are excellent for 
energetic and sound applicants 


APPLICATIONS to be addressed 
to the CHIEF DESIGNER 


giving particulars of 
Experience, Age and Salary 


Remember 


British Legion, Haig's Fund 
Pall Mall, London, 
Seotiend: 24 Drumsheugh Gardens Edinburgh, 4 
(Registered under the War Charities Act 1940) 


FLIGHT 


ANNOUNCEMENTS 
‘(Continued from 
Wadi Ln Khartoum. Ju 
frequen 


under (he terms 
Minister of Aviation on July Sth 
be in writing, stating the reasons. 
the within 14 days of the date of "thie 
essed to the Secretary. Air or 
Buc Gate London. 
details of the applic may be 
When an objection is made to an Hioation by 
another air transport company on the ere i. that 
are apoiying to operate route or part of route in 
question, thetr application. tf not already submitted to 
Counct!, must reach them within the period allowed 
ot representations objections. 


OTIC E is given that al) persons appointed with a cer 
floate of the Civil Service Commissioners on or after 
1963 will be pensionable under the 
instead as hitherto, under F.5.8.U 
Persons appointed tn rmanent capacity of F.8.5.U 
terms before that date will be given the option of either 


€ 
Secretary, Civil Service Commission Sctentific Branch 
Trinidad House, Old Burlington Street, London 
quoting F.8.8.U./Amat. (8812 


TUITION 
AN ta not lost if AVIGATION trained.” 


E claim to be able to offer the finest personal coaching 
and posta! tuition (al) papers correc’ ted 
advice given) for A. pilot's and navigator’s 
hoences 
HE presentation of our lecture notes and successes of 
our students are unsur 
UR fees are most moderate. Apply for our brochure and 
saroples of lesson notes to 
VIGATION, Ltd. (The safe and of 
aircraft in “ air), © Cent: Chambers, Ealing Broad 
way (opposite Underground Station), W.5. EALing 849. 


EARN to fly for £24: instructors’ licences and instru- 

ment flying for €3 an hour ; night ous £3/10/- an hour; 
residence 5 gns. weekly. Approv private | tlot's 
licence Wiltshire ~ of Led., 
ton Aerodrome, Andover, Ha 3 

approved course. Diploma course combines full day 
workshop and technical training for exec ie. a: point 
ments. Syllabus from Engineer in Charge. Fis of 
Engineering, Sydney Street, 
man 6 


A.A.B.Certs., A.M.1.Mech.E, etc., a” “no 
+ pass no fee” terms; over 96% successes. For details 
of exams and courses in all branches of aeronautical 
work, navigation, mechanical e ag Oy write for 144 pase 
book free. B.LE.T (Dept 17, Stratford Place. 
London, 
REE! Brochure giving details of courses to all es x. wr 
aero, eng... govertag A F.R.A.8., A.R.B.Certs,, M.C 
exama, etc he only postal training Saihans 
operated by an “industrial organization. to E.M.1 
le »clated with H.M 
Pilots’ technical * 
Rating conversions, personal instruction. 


on full-time course for specific 


reet, 

Nearest stations, South Kensi 
and Sloane Squar 9 

"TEND ON “SEA MU AL FLYING SCHOOL, 

Tel.: Rochford 66204. Comprehensive training 

ments. M.C 

and Auster r . Special tacflities Yor 

training instrumen' Tatil Hourly rates: solo, 

night 64. Dual 5/- extra. Contract rate £2/10/-. Link 

10/-. No fees or subscriptions. Trial lesson, 30/-. 


VACANT 
The engagement o, oh the answert hese advertisements 
be made Soreses he Jooal office of the Ministry of Labour 
-_ Nattonal Service, the applicant ts a man aged 18-64 

ployer ts excepted from the provisions o e ication 0; 

Order 1962. 

m 


invites applications from moe for temporary appoint- 
ments as whole-time observer officers in 
ROYAL OBSERVER CORPS 
Prospects of permanent appointment. Observer officer 
ts basic rank of full-time officer cadre of the Corps. 
Vacencies in higher ranks normally filled by promotion. 


particularly aircraft identification. desirable 

be prepared to serve anywhere in U.K. 
age 
Salary Scale tendon) £511 to £502, rather less outside 


APPLICATION FORM FROM 
INISTRY (8.5@)) 


CORNWALL pouss F.3) 
EET. 
LO 


Ei 
to be | by 7th, 1962. {e796 


ENGLISH ELECTRIC Co., Ltd., Luton, has vac 
anctes fof three young men for training as functional 
test inspectors. Applicants must have technical bac 
on . ® minimum qualification of Ordinary National 
‘ertificate, or vious experience 
in one or Ang following 
(a) Servos & 
(>) Small elect trical instruments 
(ce) Hydraulics or pneumatic systems 


quoting Reference 1025B 
E ENGLISH ELECTRIC Co.. Ltd., Aircraft Divist 
Warton Aerodrome, near Blackpool. 

men, preferably with aircraft experience. 

mensurate with ~—Write. forwarding details. 


to Central Enclish Ltd 
8. Strand, London. W.C.2, quoting reference 187. [879i 


DE HAVILLAND 


ENGINE COMPANY LIMITED 


have vacancies in their 
DESIGN OFFICE at STAG LANE 
for 
SENIOR DESIGN 
DRAUGHTSMEN 
& CHECKERS 


for work on Gas Turbine 
development and other 
projects 
GOOD SALARIES & PROSPECTS 
for suitable applicants 


SUPERANNUATION SCHEME 


for further details write 
THE PERSONNEL OFFICER 
STAG LANE, EDGWARE 


MIDDLESEX 


Short is our name; 

However, our stock list is long; your 
Opportunity is now at hand, so 
Ring or write, do not waste 

Time, we are the sole supplier of new 


Magister spares. Up to 50 

Aircraft available with C. of A. 

Gipsy Major I engines and spares 

In large quantities from stock. 

Spares for Merlin and Packard Merlin 

To meet most of your requirements. 
Enquiries receive our prompt attention, from 
Reduction gears and rear covers to washers. 


Small and large engine stands; 

Portable ground equipment, including 
English and American type generators. 
Cheetah X’s, XV’s and quantities of spares 
In stock, at one or other of our Stores, 
Available for quick delivery. 

Let us quote you for your 

Several Dakotas and nil hour engines for 
These very popular aircraft. 

Send your enquiries to 


R. A. SHORT AVIATION 
159 GODSTONE ROAD 


WHYTELEAFE SURREY 
Tel.: UPLANDS 0391 
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J (e) Electronics 
Initial training will be considered in some cases. These 
=} are stall appointments with excellent prospects for those oi 
: willing to expand their technical knowledge and accept ae 
responsibility.—Applications, stating age, experience 
and qualifications, sh d be sent to Central Personne! as 


24 OCTOBER 1952 


HANDLEY 
PAGE 
(Reading) 


LIMITED 


THE AERODROME 
WOODLEY, READING 
have vacancies in their Design 

ices for 
Section Leaders, Senior, 
Intermediate and Junior 


Draughtsmen, 
Intermediate 
and Aerodynamicists, 
Weights Engineers and 
Loftsmen 
to work on a large and inter- 
esting new project. These 
vacancies offer good scope for 
advancement to the right men. 
There is a very real Pension 
Scheme in operation and imme- 
diate help will be given towards 
obtaining 


HOUSING ACCOMMODATION 


ppely in writi to the 
P ONNEL FFICER 


DOWTY 
EQUIPMENT 
LIMITED 


require first class sound 
PRACTICAL ENGINEERS 
preferably with some experience of 
design, development and testing of 
jet engine accessories, particularly 
flow, acceleration and speed govern- 
ing controls, burners and pumps. 
Exceptional prospects of advancement. 
SENIOR DRAUGHTSMEN 
required for development work on 
fuel systems. Experience on light 
hydraulic or pneumatic controls 
acceptable. 

SENIOR DRAUGHTSMEN 
for hydraulic and undercarriage 
department. Also required, 

& TOOL DRAUGHTSMAN, 
TRESSMAN, TECHNICAL 
AN TECHNICAL 
ULUSTRAT 
Important positions with prospects. 
The Company's conditions are excep- 
tionally good; there is a realistic 
pension scheme and the environment 
is ideal. 

The Company employs a Housing 
Officer who will render every 
assistance. 

Write, preferably in tabulated form, to 
PERSONNEL MANAGER, 


DOWTY EQUIPMENT LTD. 
CHELTENHAM 


FLIGHT 


er use 
NIVERSITY graduate or post graduate ip electrical 
mechanical engineering physics or 

. with at least three years’ experience in the 

aud of gyroscopes in nav ational 
instruments and the development of low wa: r rate 
gyros. nowledge of servo-mechanism theory and 
‘actice and associated equipment is desirable. Salary 
$5.200 depending on qualifications and experi- 


HNICIAN having good technical training. both 
“actical and theoretical, with not less than five 
years’ experience in electronics, radio or gyro instru 
Higher national certificate qualification 


PPLICATION spould be made on forms obtainable 
oy writing and guotiug reterence number 244, to 
National Researcn Couucil of Canada, Africa House, 
Kingsway, London, W.C.2. 


ANDLEY PAGE, Lté., have vacancies for>-— 


degree standard or with H.N.C. 
aero subjects. Previous eaperience prefe 
THESSMEN of gegree standard or K.N.C. in aero 
suvjects. Previous experience preferre 

*ENIOR design and intermediate draughtamen. prefer 

aircraft experience tor Cricklewood 
Hadiett offives. Consideration will be given to applicants 
with experience in ligat structural or mechanical en 
of O.N.C. or H.N.C. (Me. b. or Klect; 


Previ- 


aL or H.N.C. (Elect.) 
tandard for the design and development of aircraft 
electrical systems. Previous experience preferred. 
and junior assistants of degree or H.N.C. stan- 
dard for the mechanical and structural test depari- 
tment af 
RITS. stating age, qualifications and details of ex 
perience, tant Oficer, Handley Page, Ltd. Orickie- 
woot, Lopdon, N.W.2. 
Experienced. 


Boa 
RACGHTSMEN all grades for 


jesiwn, tech .2ice! illustrators. 
VIATION AND ENGINEERING PROJECTS, LTD. 


designers and consultants. Alexandra Road, Mounsiow 


A.R.B. approved.- ‘Appty 


PPLICATIONS are invited for the following positions 

in tne London 
EVELOPMENT engineers required by manufacturers 
of ©. electrical ulpment for aircraft. 
Applicants should hold at jeast a Higher National Certi 
fieate or preferably an engineering degree. The positions 
are superannuavble and give considerabie scope to men with 
uate experience. — Write giving [ull details in strictest 
— dence to the Employment Office tax, "han 
toad. Willesden Junction, N (8746 
TYESION and detail draughtsmen are required for inter 


esting work on the followt - 
High pressure hydraalic electro-hydraulic com- 
jects. 


Hydreulic servos for aircraft and special 
Streagth and functional test rigs for undercarriages and 
hydraulic compouents. 
ReVIOUS experience on type of work not essential 
Applicuuts should write stating age, experience and 


salary required to Mr. R. J. Brown, Caief Draughtsman, 
ltenham Road Glow 


eu 

British Messier Ltd., Che 
ADIO Mechanic “A” censed immediately 
at Renfrew.—Write or Enterprises, Ltd., 
6. Renfrew 


croydon or Renfrew Airports, Croyéon 
(8796 


radio engineer and radio mechanics at our 
base at Stansted Airport, Essex. Apply by letter or 
telepnone to the senior Radio Engineer, Aviation Tr 
Ltd.. Southend Airport, Essex. Tel.; Rochford 56491. (06d 
RCHNICAL illustrator required, aged 23 or over, with 
consideraple practical in 
writing, to Personnel Manager, Perci Alroraft, Ltd.. 
Luton Airport, Beds., stating axe, experience and ‘salary 
requir red. 
AUNDERS-ROE, Ltd., require an young 
man, age 2 to 30, for work tn the wind tunnel. Inter 
ested engineers with H.N.C. or bigher qualification and 
tunael experience, should « , im writing. to the Per 
sonnel Omicer, East Cowes, 1.0.W. (379 
EN required for full-scale layout. Vacancies exist 


apply to the Personnel Officer, 
East Cowes, Isle of Wignt, giving age, experience, Pry, 
NGINEERS required for aircraft manufacturers’ Tech- 
tical Service Department in the south, preferably 
licensed and with first-class operational maintenance 
experience on aircraft.—Applications, givt 
previous experience, 3028. 7 
AUNDERS- ROE. Lt4., require senior and junior 
engineers interesting work on advanc ypes 
aircraft. A ts should write, giving details = yal 
fications, experience, to rsonnel 
Cowes 
NOINEER required for work tn connection with aero- 
elastic and Nyy problems. Applicants with 
a good knowledge of thematics and preferably some 
experience, are invited to to Personnel 
Saunders-Roe, Ltd., East Cow 
1G and tool draughtsmen, required 
by Percival Aircraft, Ltd., Late irport. Beds. Good 
working conditions and full welfare facilities, includt 
staff pension scheme.—Applications to 
Manager. stating ag ar 


are expe 
W by Aircraft 


work on fixed wing and helicopter aircraft. Good welfare 
facilities. staff pension scheme.— 
tails of age, experience 

quired, fe] Perso nel Manag 

RAWIN ofhee checker for work 

on aire t. high pressure hydraulic componen 
lages, etc.— te 
salary required to Mr, R. J. 
British Messier. Ltd., Cheltenham Road East, Glouc 


L'4. Applications for the 


of | insurance. preferably 

within the civil aviation industry.—Applications, giving 
particulars of Cor training. ex ence and salary 
required, should rector, 
Skyways, L.t4., 7, “berkeley Street, London, W.1, marked 
“Personal.” (e793 


A HUNTING GROUP COMPANY 


Comprehensive 
Aircraft Service 


FOR SALE 


PRATT & WHITNEY 1830 SERIES 


An American Rodial Engine 
COMPLETELY OVERHAULED 


(TEST TIMES ONLY) 
Fully released in accordance with 
A.R.B. regulations 
Protected from corrosion by 


inhibiting internally after test 
with D.T.D. 


Run on test for last half-hour 
with rust ban oil D.T.D. 698 
and non-leaded fuel. 
Silica Gel Plugs fitted. Engines 
cocooned long storage 
required, 


ENGINES COVERED 
BY WARRANTY 
FURTHER DETAILS SUPPLIED ON 
REQUEST TO:— 


FIELD AIRCRAFT 
SERVICES LIMITED 


CROYDON AIRPORT - CROYDON 
SURREY 


Phone: CROydon 7777 
Cables: FIELDAIR, Croydon 


+ 


23 

or 9, 
NADA 

t the de 
airframe and jig and tool 
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SITUATIONS VACANT 
NICAL author required for description of air 
hydrauite for Mintetry of Sappiy 
and Air Kewietration 
Good general education and experience of 
Perm Managet 

arrington 

Ali eredes are required by Bau 

ents will 
> have no aircraft 
the Personne! 
(80 


ing pension hem Applications 
Personnel Manager stating age. experience 


required 
M HOBSON, Lt4.. invite applications for posit 
the drawing offier as follows. Gesigners, detail and 
modification draughtemen checkers streaamen T 
ta concerned with interesting pr 4 
oft , orks, Fordhouses 
UGHTSMEN of standard with 
precialon engineering Xperience 
eiroraft pressurizing ming work at London 
particulars and salary 
to Personne! Officer ae, 


chaioal writers. technical illustrators 


mer 
or engineers, designers, draughtemen 
required for aircraft preseurtging 


end techn 
high altitude breathing. et« Fully detatied applications 
with salary reg ired. to Personnel Officer, Normalair 
vit Looal interviews arranged where 


ENE ane H engineer required for tarbine laboratory 
R experienced in precise measurement of gas flow and 
familiar with sole experimental techniques. Sur 
operate plant and be 

instrumentation Alternat! 


for care a 
BS with an interest in this wa 


UNIVERS 
would be considered 


ALM 
EV = eng ineer vont ulred work in connec 
ith aircraft air conditioning 
out and air Apely 
Personnel Office @ Godfrey and Partners, Ltd 
Hampton Road A Middlenex 
ERT laboratory assistants (male) required by Percival 
Aircraft. Ltd, Laton Airport, Beds. National Certifi 
cate standard end previous experience on design o 
laveratory equipment desirable. Good welfare vacilitics 
including etaff pension scheme.—Applications. steting 
val (fications age and salary required. to 
ersonnel Manag 0686 
ANDLAY P require a technical asststant of 
degree or 1.N.C. standard to carry out work on thermo 
dynamic problems for atroraft alr conditioning and thermal 
de-icing weyetems..-Write stating age and giving particu 
of qualifieations and experience, to Stall Officer 
ey Page, Claremont Road, London, N.W.2. [8685 
ERIFENCED tec hnical author required for work on 
4 inatruction manuals on electrical and mechanica 
instruments, aleo electric automatic pilot equipment 
Sound electrical and general engineering ba: 
essential, knowledge and experience of electronic 
radar equipment is of qualifications, experi 
ence and salary 
ERSONNEL MA Smith and Sons (England: 
ops Cleeve. Clos 
immediately by Percival Aircraft. Ltd 
t, Beds, several draughtamen with com 
prehensive experience of engine installations and alited 
systems. welfare facilities, including sta penston 
acheme. Applications, In writing, stating age. qualifica 
tions, experience and salary required, to the rerecses 


anater 
PPLICATIONS are invited from senior and inter 
mediate design draughtsmen 
engine design desirable. but not essentia! 
Please write, stating age and giving detat 
experieace In chronological order. to the Personnel Officer 
The de Haviliand Engine Oo.. Ltd., Stag Lane. 


ERONAUTICAL service engineer required for installa 
tion, flight testing and servicing of instruments 
Practical and theoretical knowledge of 
amplifier systems and electronic engineering practice 
ensential xperience of electro-mechanical servo and 
syfchronous transmission together with H.N.C 
or equivalent preferable. Must be prepared to travel 
fund —Apply full to Man 
ager. Sperry Gyroscope Great Wes Brent 
ford, Middx 
RITISH BUROPEBAN AIRWAYS require a planning 
officer in the Schedules Planning Branch, Head Office 
Daties will be to aanist in development of future operating 
patterns to satisfy traffic demands with the most econo- 
mical ase of available factiities. Applicants should have 
decree in eoonomics or engineering, and experience of 
alr transport operations. ry scale £760, rising to 
£) 9 per annum. —Applications to be ressed to Chief 
Officer, B.E.A., Keyline House, Ruislip. 


FLIGHT 


Aero & Jig & Tool 
Draughtsmen 


in Great Demand 
MEN & YOUTHS 


There is an insatiable 
demand for Aero, Jig and 
Tools, Draughts- 
men and inspectors. 

So acute is the present 
shortage that employers 
are only too anxious to 
engage those with no 
previous practical ex- 
perience who are able 
to prepare neat and 
accurate drawings. 


QUALIFY AT HOME—IN SPARE TIME 
Alcer brief, intensely interesting study—under- 
taken at home in your spare time—YOU can 
secure an attractive and interesting post as 

jumerous vacancies are 


Plastics, etc., Draughtsmanship. 


FREE GUIDE 


The Free Guide contains 132 pages of 
information of the greatest importance to 
those seeking a success compelling 
A.M.A.Mech.E., 
R.AeS., AM. AMAM.T., 

Cert. of Educ., and B.Sc., etc.. 

also RA. F. Entry (Maths., etc.). copether 
with particulars of our remarkable 

guarantee of 
SUCCESS—OK NO FEE 

Write now for your copy of this remarkable 
publicetion, dt may well prove to be the 
turning poiht im your career. 


NATIONAL INSTITUTE OF 
ENGINEERING 


427), 146-150, HOLBORN, E.C.1 
South Africa Branch E.C.5.A., P.O. Box 6417, 
Johannesburg). 


DAKOTA SPARES 


Blac H.35A, 
each. 
Six MN-26C Bendix Radio Compasses, 
£38 each. 


Six MN-26Y Bendix Radio Compasses, 
£30 each. 


We can also supply many Dakota 
instruments on an exchange basis. 


N. W. ANGEL 


WARFIELD PARK + BRACKNELL 
BERKSHIRE 


Tel.: BRACKNELL 805 


MPORTANT Midlands 


bine experience 
sarily essential as traint 
ised work suitably fed dr: 

eane. to Ref, Box 3207 

Naval, civil and aircraft all 
ign and development at al Aircraft’ 
ort. Beds. Applications are invited 

senior and junior draughtsmen and stresamen. for work on 
b= interesting programme. Good welfare facilities, in- 


luding scheme. “Write. giving details of 
experience aul required, to Personnel Manager. 


HERMODYNAMIST required to undertake work in 
connection with aircraft air-conditioning and anti- 
‘ ms and to assist with problems associated 
he design of very high speed aircraft. This is 
matble post and useful experience is an essential 
cation.--Application should be made, in writing. 
She Personnel Officer, Saunders-Roe, Ltd., East Cowes, 


IRCRAFT draughtsmen with 
lations required 

English Electric 
Salaries Commensurate with qualifica- 
jence.—Write, with full details, quoting 
to the English Electric Company, ae 

Personnel Services, 24-30, Gillingham Street. 


5.W.! 

AY P I, ICATIONS are invited from design draughtamen 
a nm, also technical assistants with com- 
academia experience for work on both 

reciprocating onde gas turbine Applications 
pene and should be addressed to the Pereoane 

) Engine Co., Ltd., Stag Lane. 


rr Brat LICS. Senior design draughtaman required with 
a first-class knowledge of basic principles of hydraulics 
and having several years’ experience on aircraft systems. 
This ts a senior position with good prospects of ————- 
for the selected plicant. The ae of the fac 
the Home Counties and the salary w 
with qualifications and ex 
full details to Box AC 75015, Samson Clarke, ce 6181 Mort 


mer Street, London, 
Co., Ltd., will be 
and 


experience of gun insta! 


HE de Havilland Aircraft 
opening a drawing office at their Chester fac 


Apply “in 
8803 


ld, Her 

ENIOR assistant is required for work in connection 

with flight trials a 
equipment, Candid 
or similar work in the laborator 
alr, preferably under operational the R.A. 
A degree, Higher National Certificate or similar enaiiice- 
tion ts desirable.-Apply to ee tafl Manager 
GBLC/S/932), Researc boratories of the General Hie: 
tric Co. Ltd., Wembley, Middlesex, stating age and record. 


ANDLEY PAGE (Reading), Ltd.. The Aerodrome, 
oodley. an engineer to take charge 
Qualifications: 


F. 
aa family allowance. A house will be available if suc- 
cessful candidate is married. fe full 
details of qualifications and ex 
rer, The Co 

Bucks. Further & information may be obtained from the 
Registrar if required. 


SITUATIONS WANTED 
seeks post anywhere in U.K.—Willt . Le Reve. 
Samares, Jersey, C. 
t Command captain and staff pilot, now 
-T.C.O. experience with jets, see Dost where 
training and experience will be utilised.—Box 


B800KS, ETc. 
Flights. October 1931 to December 
Good condition. Offers,—Box 3216. 


THE PATHFINDER CLUB 
11g Mount St., Berkeley Sq., W.1 


Pull club facilities and personal services are 
available to all serving and ex-service members 
of the Royal Air Force. 
Details from the Secretary 

Telephone GROsvenor 3382 


British Air Line Pilots’ Association 
95 MOUNT STREET, W.1 
Tel.; GROsvenor 626! 


Membership open to all Commercial and 

Service pilots. For full details as to the 

objects and particulars of Membership 
please write to Secretary. 


R.A.F. OFFICERS 
UNIFORMS 
NEW AND RECONDITIONED 
LARGE SELECTION IN STOCK 


FISHERS, 86/88, WELLINGTON ST., 
WOOLWICH, S.E.18 "PHONE 1055 


ABROC 
SAVES STEEL 


for PRESS TOOLS, GS, TEMPLATES 
Easily Mechined Easy to Hendle 
Board sines: 84° « 30° and 68° x 44° 
PROMPT DELIVERY 
MOULDED COMPONENTS ganas) 
Jable Works, Waddon, C 
Prone: CROvden Grom: JABLO' CROVBON 


AIRCRAFT SPRING WASHERS 


To B.S. 
SPECIFICATION 
S.P.47 


CROSS MPG. (1938) LTD., COMBE DOWN, BATH 


Compecit Prices i of 
AIRCRAFT or SPARES. SALE by AUC 
TION andor PRIVATE TREATY will assure 
your obtaining the highest price. 
Full perticuters of our services. Write, phone or cable 
KENNEDY, SON & PARTNERS 
Auctioneers end Surveyors 


GATWICK AIRPORT, HORLEY, SURREY 
Telephone: Horley | 15. 


hout obligation or engagement. 


the Publishers. ILIPPE & SONS LTD.. Dorset House, Stamford St 
AUSTRALIA AND NEW & Goteh, Led. 
AFRICA News Agency, Ltd.; Wm. Dawson & Sons (S.A), Ltd) UNITED STATES: The 


INDIA Wheeler 
Lnternationa! 


seet, London, S.E.1, by SUN PRINTERS 
CANADA 
News Co. Entered as Second 


LTD, 
The Wm. 


24 OcTosER 1952 
SITUATIONS VACANT 
_ gas carbine aircraft engine 
manufacterer has vacancies for a aumber of designer 
and  draughtemen. Although gas tur- 
| 
arge 
lta eriting. to T 
wit 
4 
qu 
WIS 
: | 
| 
H draughtsmen who are expe raft 
i structures, electrical an 5 
H tomers’ special requirem| 
writing, giving résumé 
3 
H 
| of 
| dee 
3 q j testa, supervise checks on treatment baths, approved ive 
to check welding approval specimens and carry out ike 
. electromagnetic crack detection. There ts a realistic os 
pension scheme in operation and immediate help will 
given towards housing accommodation. Please send 
fab to the Personnel Officer. (0574 
T E COLLEGE OF AERONAUTICS. Senior lecturer 
| in aircraft stressing. Applications are invited for 
y the post of senior lecturer in aircraft stressing in the 
i P| | Department of Aircraft Design. Applicants must have ay 
good engineering qualifications, stressing experience 
3 5 | and knowledge of civil and military strength require- Ss 
ments. Lecturing experience and knowledge of other 
branches of aircraft design is desirable. Salary in range 
j 
1998. 
(e792 
and Watford, Herts. Flight can be obtained 
ton Service, Ltd. ; Gorden & Ltd. 


24 OCTOBER 1952 FLIGHT 
3 4 
f 
j 
2 


